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PLE OF ENGLAND. 

.. — -The railways of England 
' I iod tlie highways of En^and. 
!"■ and give equal rights to 
\ s are a monopoly and with- 
liddle classes and the poor. 
Ill time to time has spoken 
monopolists and made them ' 
ri!j;hta, and lipids in its hands , 
iic i-est. 
'^poken, and appointed her 

■ ;■ secm-ing the safe, ex- 
I ' t ual, and cheap transit 

,1 lid merchandise upon 
ways with as near an 
may be to uniformity 

equality of treatment 

viiider similar circum- 
;.,,'.rtp. 6.) 

'N'ERS have well performed 
' I xamined the matter with un- 
mice and report as follows: — 

that whilst the first- 
;nnce passenger traffic 
! utter provided for in 
iliLin anywhere else in 
i 1 1\ working-clafiBCs do 
i;it benefit from railway 

■ 111 by the ordinary 
1 1 ■ companies which a 
' well calculated to af- 

■n-lp. 61.) 



The following signatures are affixed to th 
report : — 

Devonshire. 

Belmore. 
^ E. F. Leveson Gower. 

Robert Lowe. 

Thomas B. Horsfall. 

Robert Dalglish. 
^ Geo. Carr Glyn. 
^ Acton S. Ayrton. 
'^ Douglas Galton. 

Edwd. Hamilton. 
' J. R. McQean." 

The Right Hoiv W. Monsell and Sir Rowland Hi 
make separate reports to express their views. 

Mr. Monsell (for Ireland) says — 

" An act of Parliament should be in- 
" troduced for the purchase of the 
" Irish railways. The labouring classes, 
" debarred by their poverty ifrom the 
" use of railways at high fares, would, 
^^ perhaps, in a poor country thickly 
" but unequally populated, be the 
^^ principal gainers * * * * In Ireland 
^^ experience proves that large profits 
^^ may be accumulated fi'om the shil- 
^^ lings of the poor." — (Report ^.lO-ic'5.) 

Sir Rowland Hill (for Great Britain) says — 

^' Experience has now shown that rail- 
^^ ways are essentially monopolies; con- 
^^ sequently they are, in my opinion, 
" not suitable objects for ordinary com- 
^ ' mercial enterprise . . . they cannot 
^' be advantageously left to indepen- 
^' dent companies . . . they should 
" be in the hands of Government." — 
{Report p. 110.) 



The Queen and the Parliament so far have dtme 
then- duty and are ready still to do it. 

What have you done in your own behalf? 
NOTHING 1 

Have you petitioned Parliament ? 
NO! 

Charles Edward Stewart, Esq., was for near 
twenty years secretary to the London and North 
Western Railway Company np to the begluningf of 
1866. He was examined at great length by the 
commission, and gave evidence as follows : — 

"On the I2th and 13th of September 1861, 
' which I believe may be taken as a fair average, 
' there wore booked at Euston 4,482 passengers, 
' and for the accommodation of those passengers 
' there were sent away trains containing seats for 
' 13,512 passengers. 

14.822. " (Sir R.Uill.) That is about three seats 
' for every passenger ?— Yes ; that is what they 
' do now without any compulsion. 

14.823. " Were then" reserved seats intended for 
' any expected access of traffic after the train left 
' Euston ? — No ; it arose from the attempt to send 
* through carriages to so many towns. Then, with 

" regard to the up traffic on those two days, 4,y36i 
'■' passengers arrived at Euston, and tliere was space 
'' provided in those trains for 13,333 passengers. 

14.824. " Was there anything peculiar in those 
' days which rendered that an unusual proportion 
' of passengers to seats ? — No, that is a fair ave- 
'* rage. 

14.825. ". . The number of people accommodated 
' by putting on and taking off through carriages 
'from those trains was 179, and to accommodate 

"those 179 persons there wore additional seats for 
'' 1,274 put on. Now, granting, it was an accom- 
'modationto the 179, it had the effect of incon- 
' veniencing the 4,000 ; I believe the attempt to 
' further convenience a few people produces a much 



' Isrger fHnount of inconvenience to the many, and 

' tliat we are doing too mucli in the direction of 
' attempting to send through can-iages. 

14.832. " Then it woidd appear as though yon 
■' were of opinion that if the trains can be mado 
" proportionate to the number of passengers, bo that 
" there should be little or no waste of room, the coat 
" of conveying passengers might be very lar^ly 
" reduced? — I think that the cost of convejnng 
" passengers would be very largely reduced, and also 
" the punctuality of the trains would be increased, if 
" some mode of that kind could be adopted, For 
" instance, you set oft' now with an unwieldy train, 
"consisting of 25 or 30 carriages, when 10 or 15 
" would suffice. 

14.833. " I suppose, in point of fact, that the cost 
" of conveying empty carriages is nearly as great 
"as the cost of convoying fidl carriages? — Very 
' ' nearly. 

14.834. "And therefore the cost of running the 
"trains of which you speak would not have been 
" very materially enhanced had the number of pas- 
" sengers been three times as great as it really was ? — 
" Not much ; of course if passengers have a quantity- 
" of luggage that makes a difference. 

14,837. " (Ijord Stanley.) In fact it comes to thfsj 
" does It not, that a passenger who has taken a ftrst- 
" class place, unless there is a very unusual number 
" of passengers, thinks himself aggrieved if he has 
" only his own seat? — Yes; and then if he wislies 
" to smoke he fcea the porter to lock him up. 

14.839. "(Sir R. Hill.) But that waste would be 
" avoided if the passengers were willing to leave th( 
" carriages on the main line, and step into carriage! 
" on the branch line ? — Yes. 

14.840. "(Chairman.) Do you find an unwilHng- 
" ness on the part of passengers to changing car- 
"riagea? — Yes; the public have been spoilt, but J 
" believe, if they really consulted their own interesi 



with regard to punctuality, that they had better 
submit to a little inconvenience at tue jmictiona 
than suffer the delay which necessarily arises from 
the present system, first of all having their carriage 

" taken off and added to another train, aud then if 
they are in a heavy train of 25 or 96 carriages it 

*' does not keep its tune."* 

THAT is the treatment of the eleven pee cent. 

—the first-class passenger on English railways. 

In 1843 open trucks, some without seats, were 
used to carry third-class passengers on many English 
railways ; &nd ihat is the amount of convenience, 
>robably, which would be provided for them now, 
mt for 

THE DIRECT INTERFERENCE OP 
PARLIAMENT. 

The third-class passenger i-i jjrlvileged (!) once 
_ day to travel on a railway for a penny a mUe, 
and this privilege he only obtained through 

THE DIRECT INTERFERENCE OF 
PARLIAMENT. 

The third-class passenger is carried only by the 
slowest moving trains. His train is shunted to a 
Biding, like a goods train, and there he is detained 
sometimes for hours together, in the winter-time 
shivering with cold, often without a gHmmer of 
light to cheer him. 

The stage-coach on which he used to get a lift 
with a cheerful greeting fi-om the coachman and the 
guard has been driven fi^'om the road and the rail- 
way substituted, where the third-class passenger is 
despised by the money-taker, snubbed by the porter, 
and looked upon as an intruder and an encum- 
brance by the railway dii'ector. 

THIS is the treatment of the sixty-two pee cent. 

the third-class passenger on English railways. 
* Eoyal ComauaaiQn — Minutes of Evidence, pp. 693-4. 
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The tliird-class passenger looks abroad to see how 
railway travellers are treated there ; and lo ! in Ger- 
many he finds the first-class passenger is carried with 
all needful comfort for less than the third-class passenger 
pays here. In Belgiimi he sees the ihird-clasa pM- 
senger carried for less than a farthing a mile ; provided 
with comfortable accommodation by the express t^'ains; 
treated like a Mend and thought worthy to be con- 
sidered, cared for and respected. Wliy not here ? 
For want of 

THE DIRECT INTERFERENCE OF 

PARLIAMENT. 

Is it not time then to call out lustily " something 
must be done "? Fellow-countryTnen, the railways 
are oiu* own whenever we choose to pay for them ; 
and we have abundant means of doing so. We have 
a Prime Minister willing and able to help us : he 
was the author of that '^ direct interference of Parlia- 
ment " through which already small privileges have 
been granted to you. We have the Reports 
of the Royal Commission on Railways describing 
the nature and extent of our malady, and partially 
suggesting a cure. Let us put our own shoulders to 
tlie wheel and complete the cure. Let us apply 
plentifully the Englishman's best plaster to the 
wound— THE PETITION TO PARLIAMENT — 
from every quarter of the empire. Let us thereby 
strengthen the hands of oiu* parliamentary physicians. 
Let us consent no longer to follow tardily in the wake 
of railway civilization as practised all around us. 
But let us, the inventors of the railway system, 
take the lead as we ought to do, and act as becomes 
the inhabitants of the foremost country in the world. 

G. W. Jones. 
25, Essex Street, Strand. 




PENNY RAILWAYS. 



" Something must be done." One of tlie most im- 
portant epochs in the lil'e of an Englishman and in 
the history of his country, is, when lie, as a man, 
or the country, as a nation, arrives at the concluHion, 
" something must be done." It is his first halting- 
place. It IS the first turnpike he arrives at on his 
way to do well. He has just paid the toll, and a 
very heavy one it was, and he asks the tollman 
which way he shall turn, for he has come a long 
way at a very great expense, and begins to think 
he has taken the wi'ong road? Tollman says "ho 
can't advise him : he'U find many troublesome 
toU-coUoctors * and expensive gates that way, he 
knows, but where the road leads to and what the 
traveller will discover at the end of it he really can- 
not say. He thinks it would be safer to try another 
way ! By this observati<m the Englialuuan is set a- 
thiitking. He never thinks at starting. He always 
takes the bright side of the road and goes ahead at 

I a dashing pace until he meets with a disaster. A 
Ifprained ankle, a black eye, or an empty purse 
at once brings him to Ma senses, and he begins 
seriously to think " something must be done." In 
this manner he always gets into a labyrinth at first, 
but he always finds the way out of it, triumphantly. 
It was so in the Crimean war. Ho sacrificed thou- 
sands of lives and millions of treasure before he sat 
* Tax-callfotors. 



down convinced that " BOmotliing must be done. 
But having arrived at that point, it was done an 
he came out of it with honour. So with i-ailwaya 
the Englishman has spent five liundred million 
sterling upon railways ! • One-third of it throw 
away or wasted. He now sees many of hia 
ways bankrupt or falling into disuse ; f and wl 
he invented them and was the first to utilize thei 
he sees the construction of them a prize to his neigli 
hours and to himself a blank. But now he 
"something must be done;" and it will be done 
and the time is not far distant when the railways o 
England and Scotland — ay, and of Ireland — wi 
produce more extensively tliat reward to which th 
Country of the inventor is especially entitled 1' 
can be looked for by its neighbom:^ ; unless, indi 
in addition to availing themselves of the inventira 
they likewise adopt the English mode of working i 
Iix the year 1865, just forty years after the fin 
railway for the conveyance of passengers and good 
by steam power was conceived, the minous state 
railway property produced the coni-iction that th 
railways of Great Britain were not performing thoi 
functions as they ought to do, to the advantage ( 
their proprietors and of the country at large. " ] 
" was deemed expedient," therefore, " that a Con 
" mission should forthwith issue for Inquiry int 
" the charges now and heretofore made for coi 
" veyance on the several Railways of Great Brita" 
" and Ireland, and whether it would be practical] 
" to effect any considerable reduction in such chargei 
" and to report their opinion, whether if would bepreu 
" ticahle, hy means of any changes in the laws relatin 
" to Railways or otherwise, to effect a more convenie 
" interchange of traffic, and more economical arrangi 
*' mentsfor the working of railways, so as to make i 
" considerable reductionin the costs ofconveyancc, and in t 

* CommisHionera' Seport, p. 28. 
f ComioiBsioiiera' Eeport, p. 93. 
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^B**' charges to ihe public on account thereof; "* and a Royal 
^Icomraission was appointed accordingly. And the 
^■.labours of the commission resulted in the produc- 
f^ tion of a veiy Toluminous and most valuable col- 
lection of statistics and evidence and a most 
usefiil Report upon the subject; — the general 
report being supplemented by separate reports 
from two of the commissioners, the right Hon. W. 

»Moneell and Sir Rowland HUl, But although 
the Commissioners collected all the materials nc- 
cessaiy for arriving at the important pomt to 
trhich their great aim was directed — " iJie discovery 
*' of some more economical arrangement, by which a con- 
** siderable reduction in the cost of conveyance and in tlie 
*' charges to the public could be ejected" they did not 
succeed in discovering an exact and definite scheme 
by which tliose two great objects could be accom- 
plished; bnt, at p. 77 of the report, they say, *'it 
I" has already been shown that no general reduction 
■*' in the cost of working can be expected." 
It is subuiitted, with all respect to the commis- 
isioners, that this decision of theirs is inconclusive ; and 
that the present mode of working railways does admit 
*^ of a more economical arrangement, from which a great 
*' wad general reduction in the cost of working may be ex- 
"pected;" and that the course of proceeding by 
which it may be efFected will be fonnd clearly 
explained in tlie pages of this pamphlet. It is sub- 
mitted, fiui;her, that by the plan which the pamphlet 
will develop, and test by practical demonstration, 
^ tiie other great object also "a considerable reduction 
^L-" in the charges to the public can be effected^'' without 
^^*^ chsapening the means of conveyance by railway at the 
^^ " expense of the national exchequer," ■^ perhaps oven 
chiefly by a simple order of the Board of Trade 
requiring imiformity of practice on all the railways 
in the countiy ; but certainly, in case of necessity, 
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by the exercise of tlio powers vested in the State by 
tlie Acts of 1844: and subsequently. 

It is intended to refer extensively to the reports 
of the commissioners, and to extract from tbeui al 
the evidcncG necessary to affirm the perfect feasibility 
and practicability of the pi-ojcct which this pampHe 
is intended to develoj), namely — To exact t 
toll from eve)'y passenger on entering upon a raihoag^ 
and at certain pomis as he passes over it; the toU i 
vary according to the class by which he selects to travel 
and to provide kirn with the means of conveyance free. 

The arteries of communicatiou through the coun- 
try have been allowed to tall under the control an( 
management of a multitude of rulers — railway 
directors — who most imwisely act upon the pn 
sumption that llieir interest is somewhat antago 
nistic to the piiblie, and largely antagonistic '' 
each other ; and the innocent traveller is made ■ 
suffer loss in various ways, in time and money, 
besides many inconveniences owui^ to this mit r 
conception. In the outset the public, representee 
by the lando■H^le^, extorted from the company ai 
exorbitant jirice for his land, and now the company 
retaliates by extorting from the }mblic an exorbitant 
price for passing over that land which was so dearly 
purchased. Happily it has been foreseen that thu 
kind of antagonism was likely to arise, or, at all event 
that it was probable the unoffending public might I 
jjrojudiced by the unusual powers which Parliament 
was granting to railway companies ; and so it bap^ 
pened that, in tlie j^ear 1844, an Act was passe 
" to attach certain conditions to the construction offitiu, 
railways" in the interest of the public. One of the 
conditions was that instead of open cattle-trucks witi_ 
out seats or covering, which some of the companies 
supplied for the conveyance of third-class passengei^ 
railway companies should provide decent carriages 
which should run at least once a day each way ovbi 
the whole line, and convey the public protected from 
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t gladly bo accepted by every existing company. 
The reins, therefore, are in our own hands. It is 



tlie weather at not less than twelve miles an. hour 
or more than a penny a mile. But a still more 
important condition was, that it should bo lawful 
for the Lords Commissioners of Her Majesty's 
Treasuiy if they should think fit, at any time after 
the expiration of twenty-one years from the let of 
January, 18-45, to pm'chase any railway which 
^ould thereafter be constructed, on tenns which are 
therein distinctly stated. And, although 2,330 
miles of railway had boon sanctioned before the 
session of 1844, and are therefore excluded from the 
provisions of the Act,* and all the main lines of 
communication throughout England with the ex- 
ception of the Great Noi'thern Railway are in- 
cluded in that list, it may fairly be presumed that 
the terms set forth iu this Act of Pai-liament would 

only necessary to discover a feasible and prac- 
1 ticablo plan whereby the public may ho surely 
benefited by appropriating to themselves the powcrn 
granted to tlie radway companies, and the oppor- 
tunity is afforded tliem, u])on terms already known, 

1 of taking under their own care and management 
every railway in the kingdom. 

' Some attempts have been made tending to this 
end, but no plan lor accomplishing the object has 
yet been promulgated which combines simplicUij, 

I practicability, and equity witli undoubted public utility 

I Auil profit, all which are points essential to induce 

> the State to take the cause in hand. 

A scheme was suggested many years ago by Mr. 
Galtf for the purchase of the railways by the 
Government and reduction of the fares to about one- 
third of those at present levied ; and Mr. Gait gave 
valuable evidence upon the subject before tlio 
commission. But, si)eaking of his evidence, Sir 

* Conmiissionere' Beport, p. 33, 
\ "Itailway Eofonn, Long^nan. 



Rowland Hill im liis report says : " wbile, liowever^' 
" it is but right that IVIr. Gait should receive all the* 
*' credit due to the jiGrsistency and energy with 
" which he has pui'sued an object to which he has- 
" devoted much time and attention, it is to be re- 
" gretted that his zeal in urging a measure so- 
" valuable in itself should have led him into much. 
" inaccuracy of statement and undue enlargement 
" of expectation." This, perhaps, is somewliat hard 
upon ]VIr. Gait, for the main principle for whicli 
he contended — namely, the reduction of fares to- 
one-third of the rate charged by English railway 
oompanies — has since been proved not only to b» 
practicable but pioductivo of much larger profitr 
and more national benefit than the exorbitant term* 
which are exacted by English railway companies 
Another scheme is proposed by Mr. Brandon,* 
who appears to have aimed at assimilating the 
railway traveller to the posted letter ; but he fails 
in the attempt. He suggests a uniform charge of 
Is. first class, 6d. second class and 3d. third class 
for any distance " existing fares below those ratea 
remaininff as at p-esent.'" This is as if Sir Rowland- 
Hill had fixed a penny as the uniform postage of a. 
letter to the countiy, but had left the "twopenny- 
post " as it existed when he took the cause in hand. 
The scheme has little to recommend it. Presuming, 
for the argument, that the payment would be suffi- 
cient to defi-ay the cost of conveyance, that ia not 
everything : — the extreme lownesa of the fares, alto- 
gether, and consequent close approximation of that 
for the highest and the loioest classes would alone be 
fatal to it : it woidd open the railways to the people 
truly ; but it must deprive the higher and wealthier 
classes of all comfort and convenience, except /or 
short distances, in travelling by rail. Mr. Brandon, 
lite IVIr. Gait, deserves credit for the persistency and 
energy with wliich he perseveres in ventilating the 
* BeU and Daldy. 
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principle of a uniform charge by railways, but hie 
plan, if can-ied out, would fail in giving general satis- 
laction. Another scheme haa been suggested by Mr. 
Williams, a baiTister.* His book exhibits much in- 
dustiy and contains useiul extracts from the report of 
the commissioners on Irish railways, with observations 
of bis own which deserve attention and are calcu- 
lated to be useful in dealing with the " appropriation 
of the raUways by the State." But his scheme for 
a uniform rate of charge is simply a graduated charge 
of 4d. first class, and 2d. second class for each five 
mQes or portion of five miles up to fiffy miles, and 
an arbitrary charge of 5s- first class and Is. 6d. 
second class for any greater distance. This, perhaps, 
is simpler and better than Mr. Brandon's plan, but 
it still falls short of the essentials before stated ; for 
whilst for short distances the fare is increased by 

fradations, a person travelling fifty miles or five 
undred mUes would bo charged tlie same ; that, 
therefore, is not equitable, or such a system as the 
State could be expected to adopt and carry out. 

In the report of the royal commission on railways 
the commissioners say : " the advantages which tJde 
"public have derived from railways in passenger 
traffic are speed and comfort, and reduction of the 
actual cost of conveyance ; the estimate of which 
depends on the manner in wliich railways are 
compared with other means of conveyance." 
" The richer classes have benefited most largely 
in point of cost, because the railways enable 
them to dispense with posting. The middle 
classes have also largely benefited, if the second 
class carriage be compared with the inside of a 
stage coach, and the third class with- the outside. 
The poorer classes have benefited most in regard 
to speed, because formerly they had no means of 
travelling except by waggon or on foot ; conse- 
quently a person dejiendent on daily earnings was 
* Stanford. 



' practically unable to pass fi-om one paii of the 
" country to another." 

" The average exi^ense of posting was 28. a mile 
" witli a pair of horses, and coaching fares before 
"the introduction of railways were stated by Mr. 
" Chaplin, in 1838, to have been 4jd. per mile in- 
'* side, and 3jd. per mile outside, to which the inoi- 
" dental fees and charges would have to be added." 
— Mepart of Commissioners, p. 53. 

And here also should ha^'O been noticed the fact, 
which is of course ioiplied, that before the power 
and availability of steam were understood, when 
railroads for the conveyance of passengera were un- 
known, the only means of intercommunication be- 
tween the Land's End and John o' Gi-oat's house was 
the Queen's highway— the ordinary roads and by- 
ways of the country. This highway waji originally 
made at the cost of the country, and was maintained 
and kept in repair by tolls levied upon travellers at 
turnpike gates, as is still done upon that description 
of road at the present day. The toll so levied was 
usually a very small one for the poor man's donkey, 
more tor the yeoman's horse, and much more for the 
'squire's carriage ; thus giving equal advantages to 
ally and requiring payment in proportion to the means 
of the contributor.* If an individual or an asso- 
ciation of persons desired to make a road, appli 
cation was made to Parliament, as for a raih'oad ; 
and if it could be shown that the making of such 
road was calculated to aft'ord convenience to tlio 
pubKc a licence was granted — an Act of Parlia- 
ment — to levy a reasonable toll to reimburse tlio 
cost of construction and maintenance of the same, 
and a turnpike was set up accordingly ; and every 
person riding or di'iving over it had to pay the 
toll. The further a person travelled over a tum- 

* " UBiformity of cliargB and equality of treahnent for all 
persoua" (THE QUEEN'S command on appointing the Royal 
Oommieaion on Eailwaje). 



' pike road the g;reator number of tolls he had to 

Eay. Ill travelling frtJin Truro to Newcastle he 
ad much more to pay than if his jom-uey ended at 
Exeter, tlirough which he had to pass ; but that was 
equit<ible, and no one was ever heard complaining 
of the circumstance or i-equiring tliat it should be 
altered. A partial anomaly or inequality, howcTCr, 
could not be avoided. A space of fifteen or twenty 
mdes, perhaps, intervened between two turnpike 
gates, and one traveller would drive over tlie whole 
lengtii from one turnpike to another before he paid 
the toll ; whilst another person lived a few yards 
I only from the tollgate, and this one had to pay the 
toll before he had travelled half a mile along the road. 
The anomaly, however, had this advantage — -it gave 
I John Bull an occasion for a, grumble without much 
cause, and so contributed to his contentment and 
happiness. 
I The facts propounded in the preceding paragraph 
are so well known and understood that it may seem 
superfluous to have related thcni ; but the main prin- 
ciple to be recommended for adoption is comprised 
in the application of turnpikes or barriers to railroads 
I throughout the kingdom; and it was thought use- 
[ fill, therefore, to call to mind the exact operation of 
I taking toll upon the Queen's Iiighways betore laying 
I the intended scheme before the reader. 
I It is intended to show by evidence deduced 
I almost entirely from the I'cports of the commis- 
! woners on railways themselves, that tlie plan about 
I to be exjjlained contains the essential principles, 
I and is calculated to perform the declared objects for 
I the discovery and enunciation of which the Com- 
[ mission was appointed — namely, " the practicahilUtf, 
[ " by means of a chtmge in the laws relating to railways^ 
\" to effect more economical arrangenients for the working 
\" of railways, so as to make a considerable reduction 
I " in the costs of conveyance and in the charges to the 
t" public on account thereof^'' And in order that tho 
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reader may be tlie better able to apply the evi- 
dence used in the reports of the commissioners in 
proof of the practicability of this scheme, and of the 
great individual and national advantage that may 
be expected to result from its adoption, it is intended, 
first to explain the scheme itselt", and afterwards to 
produce the arguments by which it is recommended. 

That the country should experience the full bene- 
fit to be derived from the system, ii may he necesearg 
that the State should pm'chase all the railways \ bitt 
it is not absolutely certain that such a courao of pro- 
ceeding tBiU be necessaiy. The railway companies 
may find it much more advantageous to themselves to 
adopt the tariiF and mode of working, of which, by 
adopting pai-t only of the railway system thft 
Government may aet them the example ana sfmo them 
the results. But the proofs are patent through- 
out the evidence taken by the Conniiissi(jnera, Utat 
the highways of the country can hardly be satia&c- 
torily left under the control of railway companies^ 
however strictly the Grovemment, by generm rules, 
m^ attempt to bind them. 

For the argimient it is desirable to assume that 
all the railways arc the projierty of the State : and 
the reasoning which ibllowa, therefore, is Ijased upon 
that hypothesis. 



THE SCHEME. 

All the main lines running east, west, north, and 
south from London shall be trunk lines ; and on 
each of them at the most convenient positions and 
averaging about sixteen miles apart, a turnpike or 
stop station will bo erected (Dublin of course will 
stand in the same relation to the Irish railways as 
London to the English, Welsh, aaid Scotch). Every 
passenger, at starting, will pay one penny (or 3a. 
second class, or fid. firat class), and for that payment 
he will be conveyed as far as the first turnpike or 
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Biop BtatioQ falighting at any intcnnediate station) 
on the trunk line. If the piisHcnger proceeds beyond 
the turnpike or stop station he has to pay again (the 
same toll, Id. or 3d. or 6d.), and pursues his journey 
to the next turnpike or stop station, with the right 
of leaving tlie train at any inteimediate station ; 
and 80 on throughout the entire length of the trunk 
line. 

At every branch fi-oni the trunk line where to 
proceed upon such branch line a change of carriages 
' takes place a frosh toll of Id. (or 3d. or 6d. second 
and first class) shall be paid ; and the passenger from 
that point can proceed as far as the first tumpiko or 
stop station on such branch line without further pay- 
ment (alighting at any intermediate station). Here 
f lie pays again ; and so on until he arrives at liis jour- 
1 ney'a end. The average distance between the 
( turnpikes on the branch lines will be the same as on 
the trunk lines, convenience being the only guide as 
to where they shall be placed. 

In this manner the railways of the present day 

will be assimilated to the Queen's highways of the 

past, but with this difference in iavour of the 

traveller, that, whereas in times past he had to find 

I his own conveyance, the country or the company 

I now provides one for him in which, having paid the 

I toll, he may travel from one end of tlie country to 

the other through all the mazes and intricacies 

of the railway system without the cost of a bait for 

a horse or a fee to guard or coachman. 

I Much inconvenience, delay, and expense to railway 

I Ciompanies are occasioned by printing, issuing, col- 

I lecting, and assorting the tickets issued to passengers, 

j and apportioning the fiire of each passenger who 

I travels over more than one company's lino between 

I the Tarious companies in proportion to the distance 

I he has passed over each. Sometimes the fare vrUl 

I have to be divided proportionately between tluee, 

libar, or more companies ; and the labour and expense 




of doing tliia and keeping the accounts it occasions 
cannot be readily imagined. One of the metropoli- 
tan railway companies employs thu-ty-four hands 
and a superintendent to assort and arrange their 
ticltcts, to cancel those which have not been cut or 
obliterated and to nullify and destroy ready for 
sale as waste those wliich it is not necessary to keep 
for fiitiure reference. In the sclienie under considera- 
tion by far the greater part of this expense will be 
entirely avoided. 

The railways being all in the hands of the Go- 
vernment the assorting of tickets and apportioning 
parts of the fare received between several interests 
will, of course, be rendered nugatoiy. But, assuming 
that part of the railways remain in the hands of the 
comi)anie8, it will not be necessary to receive the 
passenger-toll for any distance beyond t)ie limits of 
their own line, or trust as it is called upon the 
ordinaiy turnpike roads. At the end of their line 
as a matter of necessity a turnpike or stop station 
will be erected. Those who take tickets can book 
to the extremity of the line or trust upon which they 
are entering, but no farther. That will avoid all the 
expense of assorting and apportionment. But that is 
only a small part of the saving intended to be effected. 

Two-thirds (62-100) of all who travel by railway 
in England are third-class passengers and to them 
it is intended no tickets shall be issued. A turnstile 
(as used for foot-passengers at the pay-bridges in 
London and at the Crystal Palace) will be erected at 
every station, and through it the third-class pas- 
sengers will pass on going to the train, paying a 
penny toll to the money-taker, and the turnstile will 
register the number who pass through. 

At every turnpike or stop-station the third-class 
passenger will have to leave the train ; if he desires 
to go on further he will pass into the " on-roora *' to 
be provided for the purpose at each stop station, 
there he will pay a [jenny to the money-taker, pass 
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through the turnstile and resume liis place in the 
carriage; and the turnstile at every station will 
ijegistor the number of such payments. No toll will 
De takon for a third-class passenger for any distance 
beyond the nciircst turnpike or stop-station to the 
station at wliich he joins the train. For cver^' 
payment he maliss he can travel to the next 
turnpike or stop-station on the line, or any in- 
termediate station, and so on to the extremity of 
the kingdom paying one ponny at every tunipiko 
through which he passes. 

By requiring the third-class passenger to leave tlic 
[carnage at every stop-station the nu]iibor of car- 
riages required to cai'ry the passengers fi'om each 
stop-station will be known, and can be added to or 
reduced according to such requirement : passengers 
can he closer packed, and the wear and tear of 
iperfluous carriages will be avoided.* 

Second and first-class passengers will pay the faro 
and receive a ticket as at present ; i/ier/ also can pay 
at starting to any stop-station on the trunk line and 
thereby avoid leaving the carriage ; alighting, of 
course, and leaving the railway at any station inter- 
mediate between that at which they pay the fare 
and the stop-station they have paid to. AU tickets 
will he issued to a stop-station, and not to the par- 
ticular station at which the passenger may desire to 
alight : — this, also, will simplify and savo expense 
in printing and arranging the tickets for delivery to 
"lasaengers and labour in assorting them. 

A condition will be affixed to the ticket of the 
Wcond-class passenger that, if required to do so, he 
shall change the seat he occupies and talie another in 
a carriage better filled, with a view of avoiding tlio 
expense of running half-filled or nearly empty cai'- 
riages. This condition may seldom be acted upon, 
but it will make a useful distinction between pas- 
sengers of the first and second class. 

121 e( a«j. Eojttl Com., Mln. of Eviiloiito, 



On cnteriug a branch line a fresh ticket umst be 
taken as is done at a turnpike gate on entering, 
upon a fresh trust ; but here, again, first and second 
class passengers can pay to the fui'thest stop-station 
on such branch line. 

Each passenger, without distinction of class, wifl 
be privileged to take free In the carriage he rides 
in a cai'pet-bag or other unobjectionable luggage 
not exceeding 56 lbs. weight. All further luggage 
taken by the same train must be paid for at the: 
rate of Id. per cwt., or portion of a cwt., for each 
turnpike or stop-station it will pass through to its 
destination, — a first payment of Id. per cwt. to be 
made in behalf of the station at which it is placed 
upon the truck. Extra luggage of the "people's 
class," us well as of the other classes, will be paid for 
at starting to its destination. 

(It is not intended here to enter upon the great 
question of the carriage of goods by railway, but 
it may be incidentally observed that gi"eat sieax 
plicity may be effected in the charges, and much' 
economy m keeping the accounts between comf 
panics, by adopting the turnpike system in lieu c| 
the present mileage system of charges.) 

The names by which the " classes " of passengen 
are distinguished will be altered. Instead of " thirdi 
<;las8," "second class," and "first class," the classed 
are to be distinguished as "people's class," "middle 
class," and "first class." The "universal penny 
railway" is intended for " the people :" — for thosfl 
to whom the difference between Id. and 3d. ie truly 
a matter of consideration ; who will feel it no degra- 
dation to pass through the turnstile at each stop* 
station instead of paying treble to receive a tickets 
" One of the people's" condition is known and he 
can have no object in hiding it. The economy he 
will evince by travelling as cheaply as he can will 
not onl)' be no disgrace but be a credit to him. 

The " middle class " passenger will take his ticket 
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aid ride in the carriage intended for him; and, 
(rithout aRsmnuig a higher grade than hia position 
warrants will not demean himself by a forced asso- 
ciation with those whose position is rar more Immblo 
than his own. The toll or fare payable by the 
middle-class passenger is so small that it would de- 
grade biTTi to avail himself of the cheaper class of 
conveyance, which was not intended for him. 

The "first-class passenger" will naturally betake 

Tiimeelf to that class carriage in which he will be 

, likely to meet associates of his own position in 

lety. The "fast trains " at double the ordinary 

» he will select from preference, and, when tiie 

Kjares are so low a much larger proportion than at 

W^present will follow his example — always travel first 

c^ass, and as often as possible select the " fast trains " 

o travel by. Thus a considerable augmentation in 

he proportion of first and middle class passengers 

Jmay Ije expected. 

Turnpikes for the most part are placed in the 
suburbs of a town or city, whereby the traveller is 
caught before he enters it or as lie is lea\'ing it ; 
and it might perhaps have been productive of a few 
^additional payments if the stop-stations had been 
■ placed tlu'ee or foui- miles out of a town instead of 
TTn the heart of it. A passenger would have had tu 
P pay another toll for the short distance he liad to go 
I to reach the town, or on leaving it for the short 
distance he had travelled on the line ; but it in 
whotly unnecessary to resoi-t to any such unworthy 
means to increase the receipts. Let the study be 
to adopt those places for stop-stations which ai'C 
best calculated to increase the comfort and con- 
venience and save the time and labour of the 
-traveller, and so render the railroad to him in 
frevery way attractive and commodious. To this 
lend the places selected for stop-stations will always 
The at the existing stations in large towns or at 
wa, junction of lines. At every stop-station sidings 



will be provided for shunting the ordinaiy trains 
so that during tho tinio requiitxl for the people's 
clasa to leave their carriages, pay the toll, and re- 
sume their seats the opportunity may be afforded 
for fast trains to pass. Fast trains will run fre- 
quently along the trunk Hues; — probably every 
third train, if not every alternate train, will be a 
fast train. 

Fast trains will convey only tirst-claas and middle- 
class passengers, at double the ordinary fares and at 
nearly twice the spoed ; and as the tares even by 
tho fast trains will bo low, it may bo fairly pre- 
sumed tliey will be patronised extensively, and for 
long journeys to a very great extent. 

No fast trains will be run on the Metropolitan 
or such lite railways, nor wUl tumpLlcos or stop- 
statlons be erected on tliem ; and, with rare ex- 
ceptions, stop-stations will not bo set up ou any line 
the entire length of which is less than twenty miles. 
Upon these lines the "people's class'' will pay a 
penny at the turnstile of any station ; the middle- 
class and fiifit-class jmssengers 3d. and 6d. each 
respectively and take their tickets, which payment 
will trank each passenger to the farthest or any 
other station on tho line. 

In tho case of tho " Motrojiolitan Railway," for 
example, when the inner circle is completed one 
payment will frank the passenger from the station 
at which he enters round to tliat station again, with 
the right of alighting at any other station that better 
suits his purpose. 

Upon a shoi-t railway but of greater length than 
the average distance between the tumjiikes or stop 
station8(15 or IGmiles), and having important towns 
in its route, some town of importance that will as 
nearly bisect the distance as jDossible will bo chosen 
for the erection of the tmnpike or stop-station. 
Take, for example, the railway from Manchester to 
Liverpool. Tho stop-station will bo at Newton 
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Junction; and upon such railways and in such 
|)opuIouB nelglibomhoods fust tmina will run fre- 
quently, carrying middle-class and first-class pas- 
lengers only and at double the ordinary faros. 

Although, as has been said, it will probably be 
kund impracticable to work the railways liamio- 
tiously in joint connexion with the existing railway 
K>mpanie8 — and this seems to be the opinion of several 
bf the Commlssionors, among them Sir Rowland Hill, 
who strongly advocates the purchase of all tlie 
pailwaya by the State* — yet, if it can be done, it 
leems desirable not to disturb so large an interest as 
600,000,000 sterling of investments. Under any 
circumstances it appears to be generally imderatood 
that an exceptional mode of dealing is not only 
permissible, but indispensable, in tlie case of the 
Irisli railways. Mr. Monselt's separate report is 
designed expressly to show that whatever be done 

■pgarding the English and Scotch railways the 
jritih railways should be purchased and worked 
y the Government ; and estimates are given of 
"the price at which the whole of them could be so 
purchased; £22,000,000 being the sum stated, the 
expenditure ujotu the lines having been i:36,39r),10O. 

kin order to test the practicability and advan- 
iges to be derived from the adoption of the plan 
ow under consideration, it is proposed that tlio 
Irish railways bo purchased by the State ; and that 
the trunk line from London to Crewe and Holyhead, 
I the direct communication from London to the 
^Hlrish railways, be also purchased and worked 
^^bpoa the plan herein described : and, it is fiirthor 
^■proposed that the trunk line of the Great N<irtheni 
r Railway from London to York and on to Newcastle 
and Edinburgh be also purchased and worked by 
the State in like manner. 

The present proprietors of all the branch railways 
in England, Wales, and Scotland, springing from or 



into these two trunk lines -will be required to work 
them on this iilan ; and such proprietors will be 
guaranteed, while working such branch lines to the 
satisfaction of the Government, a minimum divi- 
dend equal to the average dividend earned by them 
during the last three years ; any surplus earned to 
be divided in moieties between the Companiea, 
severally, and the State. 

The plan could not be satisfactorily tested upon a 
short railway or upon a small scale. The extent of 
test proposed, although likely to be less productive 
than when all the railways in the country shall . 
adopt the system — when everybody will travel 
whether he has occasion to do so or not — will at all 
events give the project a fair trial. 

To conclude, and in further illustration, it will be 
interesting and instructive as regards the method 
now submitted for working the railway system to 
set out the two lines which it is proposed the State 
should purchase in addition to the Irisli railways, 
namely, that from London to Holyhead and that 
from Loudon to Edinburgh ; showing the places 
at which turnpikes or stop-stations will be erected, 
and the amount of toll or fare that will be payable 
from London and between all stations on these two 
respective lines. And, as all-important, tending 
80 extensively as it must do to promote the pros- 
perity of Ireland by making the inhabitants of 
Dublin and London more intimately known to and 
interested in each other, take in the first place 
uiider review the line from 
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Every ordinary train will run carriages for the 



" people's class." 
Fas ■ 



Fast trains will carry only "middle class" and 
"firBt-class" passengers. 

It cannot be expected that penny steamboats will 
be established to carry passengers across from HoFy- 
head to Queenstown ; but the time will surely come 
when the "people's class" will be conyoyed across, 
for 4:d. : • another penny will carry them to Dublin^ 
and a penny more (making a total of 2s. from London)^ 
will land them anywhere within fifteen miles of the 
Irish metropolis : a single day will suffice for the 
entire journey, and 2s. will at any time take them 
back again to London. 

* Fourpence ia the price at wliicli the boats from London-bridgfl 

r' 'eatmiflster originally ran (a.d. 1837). They were known as 
riower boate, being called after the names of tiowers. Nine 
c 3 
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Next pursue the route from 
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boats were originally started, costing about £1,500 apiece, and 
werfe much smaller than those now employed. The estimate upon 
which the Company was established was that each boat might be 
expected to carry twelve passengers each way. The numbers and 
the contemplated returns, however, were not realized, and it was 
soon seen that "something must be done," and the Company 
resolved to reduce the charge to a penny for tho whole distance, 
calling at Hungerford Market in the way. T^-a Company have 
now thirty-four iron boats at work in the same tCf ade. They are 
double the size of those originally employed, and cost about £3,000 
apiece. They always carry a good freight, and* are very often 
filled to the maximum that by law they are allowed to carry ; and 
the shareholders are receiving a very satisfactoiy dividend on tho 
amount of capital employed. 
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Every ordinary train to run carriages for the 
* people's class." 

Tlie toll to any station not a " stop-station " on 
the line will lie the same as to the "stop-station" 
beyond it ; and so, by reference to the above tables, 
the toll or iare to any station on tlio trunk lino be- 

■ Iween London and Holyliead or London and Edin- 
burgh can readily be ascertained. 
Return tickets, ■with a week's gi-ace allowed, 

■ will bo issued only by the fast ti'ains, and at the 
■usual reduction of 25 per cent. 

^^ Excursion trains at reduced fares will be entirely 
^^done away with : but arrangements can of course be 
^Ktaade for extraordinary occasions, such as reviews or 
^Btoiatters of national rejoicing. 

^H (N.B.— The scheme as above described may still, 
^H'perhaps,admitof a further concession to the "people's 
^■■class." The payments from first and middle class 

■ passengers according to the scale proposed, with one 
payment of a penny from the "people's class" on 
joining the Railway, and one penny on changing to a 
Branch line, would be quite sujfficiently remunerative 
in a pecuniary point of view, as will be shown here- 
after ; and the people's class might be carried any 
distance along a trunk line (say from London to 
Inverness) without further payment. This would 
render " universal penny railways " as cosmopolitan, 

Tperhaps, as possible ; certainly as viueh no as would 
me compatible with the comfort and convmimce of all the 
glasses ; and is a point that may be worthy of con- 
ndoration.) 

Such is an outline of the system proposed for 

doption ; and if one question can be satisfactorily 

iBwered it seems difficult to discover an objection 

the scheme. By the adoption of this plan all 

_(slaasC3 must be benefited. The benefit to the poorer 

class, already two-tlifrds of all the railway travellers, 

IB such as could not fail to be felt by them and ap- 

_preeiated : it Is so self-evident as to make anv com- 



ment upon it Buperfuous. To the middle-clasa, or 
second-class passenger, the numerous facilities it will 
afford him in hia business, not to name the other 
thousand ways in which he may experience pleasure 
and advantage from it, are smiply inconceiyahle. 
The landed proprietor, the first-clasB passenger — can 
there be a doubt of the vast amount of benefit that 
must accrue to lilm from the increased facilities it will 
a£Ford of access between his estates and the nearest 
market-towns ? The amount of saving it will afford 
to every one will be equal to his income-tax, be that 
what it may, for everybody travels more or less, 
and witli this scheme adopted will travel infinitely 
more than heretofore ; and the life and activity it 
will impart to commerce must render it of infinite 
advantage to the State. What then is to prevent its 
being caiTied out ? What is that important question 
which requii'es to be solved before these great, these 
magnificent objects may be attained? Simply, 

Will it pay? 

There is nothing connected with the scheme that 
can be approached with greater confidence than this, 
or be made more self-evident and intelligible. The 
proofe that it will pay are numerous and convincing. 
The evidence is taken from the highest and indubi- 
table authority : the members of the Royal Com- 
mission on Railways are themselves the witnesses, 
and their testimony has been given after the most 
full and searching investigation. 

There are institutions and individuals also that 
imdorstand the value of a penny. The Pope under- 
stands it. The man who introduced into Railway 
Acts the compulsory clause that the poor man should 
be carried decently for a penny a mile understands 
it. lie who made the penny receipt stamp uni- 
versal, and makes everybody pay a penny to 
government when he draws a cheque upon his 
banker understands it. The man who conceived the 



\ 



23 

poimy postage understands it. The steamborf 
company that carriea poascngers firom London 
Bridge to WustminHtur fur a punuy understands it. 
T]ie poor man who subscribes a penny a week to 
have a goo»e at Cliriiitniiis understands it. But 
the 3,400 railway directors — whoso pai^ion is in- 
Toked for iiamiug them in contiguity with the 
goose — cannot understand it. lu the year 1865 
nearly 3,000,000 tons of coals were carried from 
the North of Knglaud to London ai three-eighths 
of a penny per ton per mile, and the tmcks were 
COnTeyed back empty for nothing ; and the report 
of the Royal Commission on Railways (fol. 69, par. 
I46j Bays " it is shown that the profit obtained 

"from a waggon fully loaded is very CON8IDEE- 

" ABLE," A ton of coals nearly three miles for a 
penny and take back the empty trucks for nothing ! 
A weight equal to twenty ordinary full-grown third- 
class passengers carried nearly three miles for a 
penny ! or, one passenger nearly sixty miles for a 
penny ! (whilst the cost per train mile of carrying 
goods is greater than the cost of carrying passen- 
gers*) and the profit on doing it is veey consider- 
able. It is so considerable, that in this manner the 
railway companies realized by the carriage of ffoods 
alone in the year 1807, £21,544,305. And the 
total working expenses of all the railways in the 
kingdom for carrying all the passengers as well 
as ALL THE GOODS worc £19,848,952 ! — Including 
veiy handsome salaries to these 2,400 directors,!" 
including £853,041 rates and taxes, £477,707 
govei-mnent duty, £513,668 compensation for 
injuries to persons and goods, £343,525 legal 
and parliamentary expenses, and £1,155,082 
miscellaneous charges; add to these the cost of 

* "Cost of locomotive expenses, 7'65d. per train mile: — 
"thiH average may be resolved into 6'75d. per train mile for 
''pamenffers, and 8'5d. per train milo for ^oorf*." — Commmionart' 
Mifort, p. 76. 

t At £200 a year each, it amounta to £480,000. 



maintenance of way, locomotive power, repairs and 
renewals and traffic charges, to make up the total 
of £19,8-18,952, and the carriage of coals upon 
these terms, and otiier merchandize, paid all 
these expenses, EVERY ONE OF THEM, and 
left a balance of £1,605,413, besides all that 
could he made by the carnm/e of passengers as that 
year's profits of the business. Was ever such 
a magnificent business eaiTied on before ? Was 
there ever such a chance given to a partnership 
of realizing an immense return for the capital 
embarked? They did cai-ry 287,688,113 pas- 
sengers who paid as they went, all ready money, 
and 1 19,791 season-ticket holders who paid in 
advance to travel over a portion of the line as often 
as they pleased ; these passengers together paid 
for being carried on the railway £17,935,634. 
(Her Majesty's treasury paid £573,358 for convey- 
ing the man-bags and the postmen.) And if the 
carriages that were employed to carry these 
300,000,000 passengers had carried sis tunes the 
number the cost would have boon no greater!* There 
were 3,924,624 trains run to carry these passengers ; 
so 73i passengers only, on the average, were con- 
veyed by each train. Each train of seven modem- 
built carnages will seat 48 first-class, 80 second-class, 
and 400 third-class passengers ; total, 528 (or 500, 
leaving room for the guard and luggage) ; and each 
engine employed is callable of exorcismg 400 horse- 
power without forcing, "f If, therefore, seven modem- 
buUt can-iages had been half filled at one-third of tho" 
charge, I3j per cent, more money would have been 
received (3 times 73i-=220 ; half 500=250.) If 
six times the number of passengers had been eon-' 
vcyed, tlie same number of carriages would have 

* See Mr. Sfewnrt's evidenco, q. 14,833-4. 

I " EngiueB may bo hold on tho average to be capable of exer- 
"dsing 400-horse power without forcing." — B. Uaughlon, "Pat/- 
ing and No7! -paying Jf'eighU." 
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^^ ated them, and left seats for sixty to spare (6 times 
■3l=439i) ; the same engine-power would liave 
Irawn them ; and, at one-sixth of the charge, the same 
mount of money would have been realized. 

I do not pretend to scientific knowledge and shall 
Loubtless be set down in Mr. B. Haughton's next 
lamphlet as one of the " cei-tain pamphleteers, maga- 
ine writers, and ambulatory orators in regard to this 
mestionJ'' But that iniputation I can well afford to 
wave. I receive my light from the lamp of commer- 
dal experience and common sense, and cannot agree 
rith Mr. Haughton that we are "the best served 
' travelling community in the world," whilst we 
raste " nineteen tons of train-equipment to carry one ton 
' 0/ passengers ;" whilst an excess of luxurious at- 
ention to the wealthy stands side by side with 
mpodiments of every kind to the commercial com- 
ttunity ; whilst by far the largest proportionate 
[liarge is exacted from the passenger who is least 
iblc to bear it ; whilst the paying weight of a 
msaenger train is only 4'89 per cent, of tlie total 
reight of the train, and millions 0/ the best paging part 
of the community, anxious to increase the paying 
weight sis-fold — nay ten-fold — are debarred from 
3oing so by excessive charges — in other words, by 
the blindness and imbecility of the railway director. 
Jo ! Until a portion of the luxury lavished on the 
s a railway traveller is yielded to pro- 
note the prospenty of England's mainstay — the 
Diddle classes— the commercial community ; — until 
" the people " have their fair share of those advan- 
ages which railways are so well calculated to afford ; 
—until, in the words of our Queen in appointing 
he " commission on railways," tliere be " uni/ormiig 

* 0/ charge and equalitg of treatment for all persons under 

* similar circumstances ;" — I cannot join with ITr. 
laughton in thinking " the people " of Great Britain 
u-e "the beet served travelling community in the 
' world." 



Mr. Haughton aays : — 

"The railwaya of the United Kingdom at the present day are 
"conducted by an accomplished, scientific, and highly skilled 
" body of exports, who know their business, do it, and don't talk 
" about it, and who, moreover, take out of the locomotive all 
" they can, and present it freely and exuberantly to those whom 
*' it is their interest, as well as their pleasure, to accommodate — 
"the travelling community; as shall presently bo shown, thie 
"is, as the Timen has lately stated, 'the best served travelling 
" ' community in the world.' . ■ . . 

"That the public aro not acq[uainted with these facts is, I 
" bslievo, the secret of their discontent with the management of 
" our milwaya. They place themselves willingly under the 
"direction of theorists, who are not competent to realize the 
" situation. Believe them from this state of suspense in whicli 
" they are placed, mato them familiar with the reason why they 
*' cannot hope for a reduction of fares, and they will rest con- 
" tent, and railway property cannot fidl to be the gainer thereby. 

" Show them that the fares charged by excursion trains cannot 
"be taken as a guide. Show them that the extremely low fares 
" charged on the Belgian railwaya cannot be taken as a goide ; 
" 2nd, that they were constructed by the Government ; 3rd, 
" that these lines have cost £18,000 a mile as against £36,000 
" for the English lines ; 4th, that these lines have been charged 
"with no Parliamentary expenses; 5th, that land is of f^ 
" greater value in England than in Belgium ; 6th, that labour 
" is dearer in England ; 7th, that the speed of the Belgian 
" trains is considerably less than that usual in England ; that 
" all these things combine to make the working of railways mora 
" costly at home, and so to produce higher tariffs of fares and ratee. 

" Lay all these facia and views of the question before tho 
" travelling public of England, and they will quickly wipe tia 
" film from off their eyes that now rests tJiere, and be led to 
" confess that, after all, the men who have invented and per- 
" fected the locomotive and the railway with its belongings, and 
" instructed the world in the art of working and using it, are as 
*' likely to know how to tend and direct and manipulate it with 
" skill and sagacity, as are their continental and other pupils. 

" The English engineer knows that natural and economic laws 
" must eventually prevail, no matter how the public may wish to 
"dispense with their action; he knows the ways, paths, and 
"tendencies of these laws, he knows how to respect them, as 
" respected they wiU be, while he also knows how to bend them 
" to hia educated will. 

" With these laws as his guides, and with the forces which 
" nature permits him to wield as implements, he goes on in a safe 
" and sure road of progress, and as he advances hardly turns hia 
" head to reply to the dreamers and triflera, who preach from tha 
" stump and the journal the reversal of the order of nature. 
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<< This immense dead or non-paying weight has ever been a 
•** difficulty with the engineer .... These returns disclose the 
^< atraage facts that the average British passenger weighs two 
** tons with train accessories ; .... by no known processes 
** can these enormous multiplication of original net weights be 
" zeduced, consistent with affording that amount of personal 
^* Beourity and comfort and accommodation now enjoyed." 

Mr. B, Haughton, president of the Civil and Me- 
ehanical Engineers' Society, is a great authority in 
all engineering matters. But, without his knowledge 
of engineering, I may be as capable of understanding 
that although 73 j^eople in a train weigh, with the 
train, 143 tons, twice 73 people in the same train 
would not weigh 286 tons. That it would require 
nearly twenty times their number with all their 
luggage, estimated by Mr. Haughton at 2 cwt. each, 
to double the weight. And as each engine according 
to Mr. Haughton' s own estimate is capable of exer- 
cising 400 horsc-iDOwer without forcing, sh times as 
many passengers at all events, in point of numbers, 
and twenty times in point of weight, might be con- 
veyed in the same number of carriages^ by the same 
number of trains, with scarcely a perceptible increase 
of the cost. {Mr. Steivart^ qs. 14,833 and 14,834, 
Minutes of Evidence^ Commission on Railways.) 

In ordinary mercantile transactions 15 to 25 per 
cent, added to tlic cost of an article is considered a 
full and fair ])rofit for the retail dealer: 5 to 15 
per cent, a noble profit for the wholesale dealer ; and 
each of them out of this provides for bad stock and 
bad debts, and pays rent, taxes, wages, and every 
other expense incidental to his trade ; and if he can 
only get sufficient business on these terms he rarely 
&ils to make a fortune. But such terms are either 
beneath the consideration of the English and Irish 
railway director or beyond his comprehension. 
Five per cent, upon a penny ! Pooh ! He will not 
consent to think of it. Can it be possible that the rail- 
way director has millions of customers kicking at his 
door money in hand, ready to pay him 100, 200, 300 



per cent, profit // lie will trade wiih them in / 
and still be puts his foot and his shoulder against 
the door and fain would keep thorn out ? He has the 
ablest counsellors in the country telling him how 
wrong he is, and compelling him to let some of the 
penny customers in, and, as it were by a species of 
dissolving views, laying the whole scene before his 
eyes, but he cannot see it ! Leaving metaphor, 
however, let us endeavour to solve the jiroblem for 
him by the simplest rule of arithmetic — tlitit lie can- 
not fail to understand. 

"Will it pay? 
Do railway companies carry coals at three-eighths 
of a penny per ton per mile, send back the empty 
coal-trucks free, and projii consideruhlt/ hy the 
operation ? If so, the cost of working a train must 
bo small indeed; and if all the empty trucks were 
filled with passengers, the cost of transit would bo 
no greater. (Mr. Stewart, 14,833 and 14,834.) 

But what is the cost of working a passenger train, 
consisting of seven carriages and containing five 
hundred passengers?* 

The Commissioners on Railways, at page 75 of 

their report, supply tho answer as follows : — 

" Maintenance of way . . 6- 35d. 

. 6- 75d. 

, 3- 37d. 

, 6- 91(1. 

B. d. 

"23- 38 or 1 llj" 

We can afford to be liberal, ho call it two shillings 
per train per mile. 

* Seven carriages only are taken, bocause by universal consent 
tbat number is considered a fair average Bgure for the carriages 
in a train. Every example would show to much greater advan- 
tage with a larger number of carriages, and a.s rogards tho 
power of the engines, Mr. Forbes was asked, question 1518, 
" AVhat loads would an engine tate over such gradients (about 
" I in 90)? Ans. Thoy would take 35 waggons containing five tons 
" a waggon, the weight of a waggon being three tons and a halt 
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Two shillings is the cost of conveying five hundred 
passengers a mile ; that is £1 12s. for sixteen miles. 

The stop-stations or turnpikes in the proposed 
plan are placed on an average about sixteen miles 
apart. It will cost 32s., therefore, to work a pas- 
senger train from turnpike to turnpike. 

In each hundred passengers who travel by rail in 
England at the present time the average is sixty- 
two third-class, twenty-seven second-class, and 
eleven first-class. f 

(First Example.) 
TURNPIKE TO TURNPIKE, 16 MILES. 

B. d. 

62 passengers at Id. each . . 5 2 

27 „ „ 3d. „ 9 

11 „ „ 6d. „ 5 6 



100 17 5 



5 



Toll (500 passengers) £4 7 1 

Cost of train — 16 miles at 2s. per mile 112 

Profit (172 per cent.) £2 15 1 

TURNPIKE TO TURNPIKE. 
(Carriages only half full.) 

250 passengers at 17s. 5d. per 100 £2 3 6^ 
Cost of train — 16 miles at 2s. .. 1 12 



Profit (36 per cent.) 11 6^ 

All the cost covered, and lis. 6id. (36 per 
cent.) profit made on an outlay of £1 12s., with- 
out taking into account the amount received for 
excess luggage (over 561bs. weight), or any toll 
from passengers in and out at stations between the 
turnpikes who would pay the same toll or fare as 
for the whole distance. 

All this we can afford to look upon as nothing ! 

t " 1st Class 11-03 ; 2nd Class 27-01 ; 3rd Class 61-96.''— Sum- 
mar j/ of Returns, fo. 114. 
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The next example is that of a short train running- 
between two populous towns, and passing a stop- 
station in the way. Take from Hatfield to Hitchin,, 
passing the stop-station at Welwyn. 

(Second Example.) 
HATFIELD TO HITCHIN, 14 MILES. 

62 passengers Id. each to Welwyn, and Id. from Wei- £ 8. di. 
wyn to Bitchin 10 4 

27 passengers 3d. each to Welwyn, and 3d. from Wel- 
wyn to Hitchin 13 6 

11 passengers 6d. each to Welwyn, and 6d. from Wel- 
wyn to Hitchin 11 

100 £1 14 10 

== 5 

Toll (500 passengers) 8 14 2: 

Cost of train, 14 miles at 2s. per mile ..1 8 0^ 

Profit (522 per cent.) £7 6 2 

'' Yes ! that's all very well," says ^^ Sceptic;" '^ but 
how would it fare with the long distances?" Let 
us see the result of a journey to Holyhead, on the^ 
way to Old Ireland. 

(Thikd Example.) 
LONDON TO HOLYHEAD, 264 MILES. 

(Ordinary Train.)* 

s. d. £ s. d. 

62 passengers at 1 6 4 13 

27 „ „ 4 6 6 1 6 

11 „ „ 9 4 19 

100 £15 13 6 

=^ 5 

Toll (500 passengers) . . . . ^ £78 7 6 

Cost of train, 264 miles at 2s 26 8 

Profit (196 per cent.) £51 19 6 

* Present Fares: 3rd class, 21e. lid.; 2nd class, 36s. 6d. ; 1st class, 47s^ 
Eetum tickets (four days allcwtd) : express, 3rd class, none ; 2nd class, 71s. 9d. -^^ 
1st class, 100s. ; ordinary, 3rd class, none; 2nd class, 59s. 3d. ; 1st class, 78s. 6d.- 
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LONDON TO HOLYHEAD. 
(Carriages only half full.) 

£ 8. d. 

Toll, 250 passengers, at £15 13s. 6d. per 100 39 3 9 

Oost of traiii, 264 miles, at 2s. per mile 26 8 

Profit (48 per cent.) £12 15 9 

Examine now the result of the longer journey. 

(Fourth Example.) 

LONDON TO EDINBURGH, 405 MILES. 

(Ordinary Train.) * 

s. d. £ s. d. 

62 passengers at 1 11 5 18 10 

27 „ ,,5 9 7 15 3 

11 „ „ 11 6 6 6 6 

100 £20 7 

= 5 

Toll (500 passengers) £100 2 11 

Cost of train, 405 miles at 2s 40 10 

Profit (147 per cent.) £59 12 11 

LONDON TO EDINBURGH. 

(Carriages only half full.) 

£ 8. d.^ 

Toll, 250 passengers, at £20 Os. 7d. per 100 50 1 5} 

Oost of train, 405 miles, at 2s. per mile 40 10 

Profit (23J per cent.) £9 11 5f 

But there are many additional things to take into 
account. Excess luggage would be a large item: 
— ^the charge for each cwt. of excess luggage would 
be the same as for a ^^ people's class" passenger. 
The proportion of the travelling classes would be 
greatly altered; few besides the ver^ poor woiJd 
travel third-class and have to leave the train twenty- 

* Present Fares : 3rd class, 33s. ; 2nd class, 51s. ; Ist class, 70s. Betum 
tickets (eight days allowed) : 3rd class, none ; 2nd class, 85s. ; 1st class, 1168. 9d» 



32 

two times when for 38. lOd. more they could take a 
through ticket and not leave the carriage during 
the journey : and further, most of those who could 
afford it would travel so long a distance by the fast 
train, for which they woula pay double fare, and 
reach their destination in little more than half the 
time. The increase of profit which would be thus 
produced we leave to ^^ Sceptic's " imagination. 

(Fifth Example.) 

LONDON TO EDINBURGH. 

(Fast Train.) 

£ 8. d. 

„ no " people's class " ,, „ ,, 

355 passengers at 1 Is. 6d 204 2 6 

145 „ at 23s. Od 166 15 



Toll 500 p assepgors £370 17 6 

Cost of tram, 405 miles, at 2s. per mile 40 10 

Profit (815| per cent.) , £330 7 6 



LONDON TO EDINBURGH. 
(Carriages only half full.) 

(Past Train.) 

£ 8. d. 

177 passengers at lis. 6d 101 15 6 

73 „ at 23s 83 19 



Toll 250 passengers £185 14 6 

Cost of train, 405 miles, at 28. per mile 40 10 

Profit (358^ per cent.) £ 145 4 6 

It is interesting and useful to observe, in all the 
calculationB just submitted, how nearly the total 
payments of the ^^ people's class" approaches the 
total payments of first-class passengers. Yet how 
much less his wooden seat, his unlined, undecorated 
conveyance costs than that of his aristocratic neigh- 
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[ Ijoiir ; how much less attention he requires ; how 
] much more profitable a customer be is.* But this is 
I l)arely half the statement in favour of the " people's 
a." There are millions of the " people's class," 
I there are only thousands of the other. Millions of 
J the "people's class" in these islands have never set 
I foot in a railway carriage ; of the other class there 
Ibjo but a few thousands who can be made better 
I customers tliau they are already. Look, then, at 
I the " raw material" wliich the railways have got on 
lliand imploring to be utilized. Tho largest and most 
Kprofitable part of the great trade actually spurned, 
I east aside and repudiated ! ! 

Look a little fiirther at the calculations that have 

il^een made. Two shillings a mile has been taken 

was Hie cost of working a passenger train ! Is that 

correct ? It was thought well to base the estimates 

■"upon that cost, lest by appearing to magnify the 

■profit to bo made by an increased trade in passen- 

■ger traffic the truth of the whole scheme might be 

doubted ; but having done so with a very satisfactory 

p-esult, it would perhaps be as well now to get 

, little neai-er to the truth. The fact is, to carry 

1,000 millions instead of 300 millions of people 

would scarcely make a percejrtible difference in the 

iannual expenses ; and in the hands of Government, 

Ithe expenses would be infinitely less to carry that 

[larger number than they are now to carry the 

Vnialler one. It has been shown that three million 

* Proportion percent, of receipts from passengera in 1867: — 

[at Ofafis 25-01; 2nd Class 31-02; 3rd Clasa 40--13; Season 

ickets 3-5-1. In money tlie amount received from each claea is 

Iowa : — 

From 1st Class Passengers £3,979,501 

2nd „ 4,935,416 

3rd „ 6,432,064 

Season-ticket holders 562,724 

Excess luggage 1,453,571 

Carriage of Mails 572,358 

Total £17,935,634 
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tons of coals are annually carried to London at three- 
eighths of a penny per ton per mile. Hear Mr. 
Mallet, president of tne Royal Society of Engineers 
(fo. 98) : "At this moment on many of the fines of 

* England coals are carried at a hal^nny per ton 
^ per mile, and pay a profit of between 200 and 300 

* per cent.'' Mr. Forbes (fo. 99) : " Coal could be 

* carried at a lialfoenny per ton per mile all over Ire- 

* land." Earl of Lucan, chairman of the Irish Great 
Northern and Western Railway (fo. 101): " All heavy 

^ goods should be sent at a lialfoenny per ton per 

* mile." Mr. Bidder (fo. 102): ^^ He should carry coal 

* at three-eighths of a penny per ton per mile. He 
' would carry passengers by one train per day at a 
^ farthing per mile. He had no doubt you would 
^ have an enormous niunber of passengers at a fisu*- 

* thing a mile. He had a contract last year as to 
^having coals in at a farthing per ton per mile. 

* The stimulus that would be given to traffic by 
' the lowering of the rates would be attended wiui 
' great advantages." These are witnesses before 

the Royal Commission on Railways. Their evidence 
will be found in the Report at the pages marked 
against them. And in the opening page (Part I.) 
the commissioners themselves make the following 
report, which, taken in reference to the present 
attempt — contrary to the opinion and against the 
will of the ruling powers — to compel a wholesale 
reduction in passenger fares, is singularly apt, re- 
markable, and interesting, and most reasonably may 
be expected to bo followed by a similar result : — 

^^ In 1821 an Act was passed authorizing the 
^ construction of a railway from certain collieries near 
' Darlington to the port of Stockton-on-Tees. This 
' short line was destined to have an important 
' influence on railway progress, as it was the first 
^public line on which steam jDower was used for 
' locomotion, and also the first to carry passengers. 
^' The Act of 1821 provided only for horse power ; 



"^bxit on tlie earnest representation, by George 

* Stephenson, of the advantages that would result 

'* firom the use of his improved steam locomotivej the 

"promoters resolved to give it a trial, and an 

" amended Act, obtained in 1823, coutained a claaso 

'giving power to work the railway by means of 

' locomotive engines, and to emijloy them for the 

haulage of passengers, as well as merchandise. 

" It is worthy of remark that in order to check 

'f the use of this line for conveying coals for shipping, 

and to confine it to inland traffic, parties interested 

in rival ports contrived to insert a clause limiting the 

' charge tor the haulage of all coal to Stockton for 

' shipping, to one halfpenny per ton pei- mile, whereas 

" the rate of fourpence per ton per mQc was allowed 

for all coals transported for land sale. 

" It was supposed by all parties that it would be 

' impossible to carry coals at such a low rate without 

"loss; but this rate not only turned out profitable, but 

'formed ultimatelij tue vital element in the success 

' OP THE RAILWAY."* 

But, as these witnesses recommend heavy goods 
bo canied ut such a low price, do tliey know 
low much it will cost to carry them ? Would it 
Lot entail a loss on the companies to do aa these 
teesaes suggest? The Commissioners' Report 
all answer the question. What does it cost to 
any coal by rail ? Turn to page 76 of the Report 
A there get the answer in these words : — 
" Eeceipta — 320 tons at §d. per ton per mile 

"^lOa. per double niile." 
"Expenses — 320 tons at 23d. per double mile 
" run, or 19 per cent, of the receipts :" 
(tliat is to ea;) 



Costs (including return of the trucks) 
Profit (421 per cent.) 



* " I took thoe to curso i 
blessed them altogether" 



and, behold, tliou hast 

, ij). 



But can passengers be canied as cheaply as gooda 
AnsTver — CHEAPER ! " Locomotive expenses ave- 
" rage 7'65 (nearly 7f d.) per mile ; but this average 
" may bo resolved into 6*75 (63d.) per train mile for 
^'- passengers ^ and 8'5 (Sjd.) ^^er train mile for goods, 
" The repairs to engines and caniages amounts to, 
"3*57 (-3 id.) per train mile; hence the average cost 
" of a tr;.ln for all these charges is ll'22(llid,) 
" per mile run" (Report fo. 75). 

AND ELEVENPENCE FARTHING (llid.) IS 
ALL THAT SHOULD HAVE BEEN STATED 
AS THE COST OP TRAIN PER MILE, IN- 
STEAD OP 2s. ; CONSEQUENTLY THE PER- 
CENTAGE OF PROFIT IS, IN FACT, DOUBLE 
WHAT IS SET DOWN IN THE EXAMPLES. 

This surely ought to satisfy the most scep*ical o] 
sc;';")!:La 'hat 

IT WILL PAY 

to exact a simdl toll from every passenger on entering 
upon a railway^ and at certain points ai he passes along 
it; the toll to vary according to the cmss by which ' 
selects to travel; and io provide him with a suitable 
carriage to travel in FREE, 

But the arguments and proofs that it will tjlI 
are far fi-om exhausted. By far the sti'ongest proofi 
are yet to come. 

Rlr. B. Haughton shows to his own entire, satL-^_ 
faction that we cannot hope for a reduction of fares 
on English railways ; we caanot carry passengers 
at the low price the Belgians cai'ry them because oui 
premises and plant have cost so much, and wages 
are so high. He says, '* Tlio oxtremely low fares" 
" charged on the Belgian railways cannot be taken 
"as a guide: the Belgian lines have cost £18,000 
" a mile as against i;36,000 for the English lines; 
" they have been charged with no Pai'hamentary 
" expenses: land is of far greater value in England 
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than in Bolgium : laboui- is dearer in England :• 
. . . All these tilings eombuie to make the work- 
ing of railways more costly at home, and so to 
produce higher tariffs of fares and rates. Lay all 
these facts and views of the question before the 
travelling public of England and they will quickly 
wipe the film from off their eyes." . . . 
All engineering matters shall bo left to Sir. B. 
Haughtou, but it is clear he may yet learn some- 
thing of Commercial matters from a simple trades- 
man. Jack didn't know the difference between 
"plainfij' and defendant" neither did the Counsel 
know which part of the ship was ^' abaft, the biniiach:" 
The retail dealer requires 15 to 25 per cent, pi-ofit 
on his returns, the wholesale dealer is content with 5. 
The premisea occupied by Messrs. Cook in St. 
Paul's Churchyard are worth from £10,000 to 
£15,000 a year rental ; the tirst contract, for building 
a part of them, was £100,000 ; the wages of their 
Btaff of clerks, porters, warehousemen, travellers, &e., 
amount to from £4,000 to £5,000 a week ; the 
returns of one department alone exceed a quarter of 
a million sterling a year. Calico is a staple article 
in their trade, and they supply a retail dealer with 
a single piece at such a price as would require a 
microscope to discover the profit on a i/ard of it. 
Yet, by the extent of their ta-ansactions, they make 
an enonnous fortune, aided immenseti/ by the profit 
upon calico. 

Smith, the retail linendraper, pays from £100 to 
£300 a year rent ; the wages of his staff amount to 
£800 or £4:00 a year more ; the returns of his trade 
are £4,000 or £5,000 a year ; he gets a pemiij a 
^ard profit cpa all the calico he sells, yet lie barely 
pays expenses and gets a living for his family, 

"A passenger" is a i/ard of calico in Messrs, Cook's 
hands, a cict. of coals in the hands of the railway 
director. 

* The lower classes have more money to Bpenii. 



l^'assen^ers are not only a staple article 
most "profitiMe commodity that the railway director 
deals in ; but with tha premises and staff of Cook he 
is doing oidy the business of Smith. Ho gets a large 
profit on the little business lie does but his expenses 
eat liim up and he is on the high road to the 
Gazette. He caniea 300 millions of passengers a 
year at a large profit on each one, but with the same 
premises and staff he could do twelve times the 
amount in that department, ^■itliout a jierceptible 
increase of expenses : ond if he did tiiat larger 
amount ut a fourth of the profit on each passenger, 
the entire profits of that department of his business 
would be trebled, and ho would make a fortune like 
Cook, instead of, like Smith, barely meeting his 
expenses. 

"Will it pay? 

If GoTernment were diivon to take the railways 
in hand, not only would (ho profits be largely 
increased by doing a vhoh-i^ide trade instead of a 
retail one with the same staff, but by an 

IMMENSE REDUCTION OP EXPENSES. 

Ist. By lamning carnages direct fi'om point to 
point upon the trunk lines, and reqniriug pas- 
sengers to change at the junctions — ^tliereby abolish- 
ing the system of through oan-iages^ — -" the cost of 
conveying passengers will he very largely reduced, and 
also the punctuality of the trinns wilt he increased" 
(Stewart, Minutes of Evidence, q. 14,832). 

2nd. A very great saving will be effected in the 
traffic chaxges by aboli.thing the issue of tickets to 
the "people's class." Two hundred millions of 
tickets annually are issued to them noio ; and if the 
traffic be only quadrupled, the issue oH elyht hundred 
million tickets would be saved by the adoption of the 
tunistilc. 

(800,000,000 tiokeffl at la. Gd. per 1,000= £60, 000.) 

3rd. By adopting the "stop-station" principle in 



J Both for goods and paroengere, aceoimts 
■wouIU be greatly simplified, and the labours of the 
railway clearing-house greatly reduced and expenses 
lossened. 

4th. Nine-tenths of the 2,400 railway directors 
could be relieved of the labonr of obstructing the 
railways, and theii" salaries saved ; and the remain- 
ing tenth employed to guard the public rights.* 

5th. The removal of troops and police would be 
effected at one-sixth of the present cost. The pay- 
ment now made is 9d. a mile for officers, Id. a mile 
for privates ■,'\ the charge in iufcurQ would be about 
one-third of a penny a mile for officers and one- 
sixteenth of a penny a mile for privates. 

6th. All difficulties between the postmaster-gene- 
ral and railway companies would be obviated ; the 
countiy would save annually £572,358 now paid 
for caiTying the mail-bags and the postmen ; all 
letters and post-office parcels would be carried on 
the railways free ;J and the present rates of postage 
might be greatly reduced. 

7th, Local rating, if not entirely abolished in con- 
sideration of the advantage which the neighbourhood 
would derive from contiguity with the railways, 
would be adjusted upon the equitable principle 
pointed out in the Rcport,§ and all taxes upon rail- 
ways would bo abolished 11 (the amount now paid is 
£853,041). 

8th. Compensation for accidents would be reduced 
to a ii.Ked sum over and above the amount which all 

* Say 2,1G0 salaries averaging £200 a year=£432,000. 

t Eeport, p. 88. 

j Continental Goyernments concede tlie lines on condition tliat 
;lie niaila are to be carried free {Report, p. 62). 

§ "The Poor Law Board should make an aaaessment for rating 
'the wholo railway, and then divide the amount according to 
" an equitable principle between the several unions or parishes " 
{^Report, p. 82). 

(I " It cannot be to the iotereat of the nation at large to tax ita 
"own property for local purposes , . . local taxation should be 
abolished '*^(5i>.fl. Hill' n Report, p. 114). 
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railway travellers (that is, everybody) would natur- 
ally offcct on their lives and limba in " the Govern- 
" inent Raihmy Travellers^ Inmrance office^'- which it 
may reasonably be expected would produce a large 
profit to the State. 

(Compensation for personal iojury now paid amounts tOi 
£347,373.) 

9th. The purchase of the bankrupt-stock of IrisU 
railways by the State " at a great sacrifice," and of 
the English ones at " a lai'ge reduction upon the cost 
price" — the money being obtained on the credit of 
the British eschequer^would leave a considerable 
margin of profit for the State. 

10th. Legal and parliamentary expenses would be 
largely reduced (the present cost is £343,5'25), and 
finally a trifle might he saved out of the niiscellaneoua 
charges (£i, 155,082!). 

WILL IT PAY 
TO TAKE THE TOLL AND CARRY PAS- 
SENGERS FOR NOTHING ? 

Before giving the final answer, it will be well to 
recall to mind the observations made when alluding 
to the tardiness of railway directors to recognize 
their best friends and enter upon the largest and 
most profitable branch of their great business ; — how 
the British parliament had been to them the ablest 
counsellors and the gentlest friends ; urging them to 
deal considerately with that great host of profitable 
customers who are waiting to pay them for tlieir waste 
— to pay them for that which, daily, they throw 
away by wholesale ; — modestly requiring them once 
a day to carry the poor man a mde for a penny, that 
tfiei/ might see the advantage the;/ obtained by doing it / 
and giving them, by Act of Parliament, twenty-ona 
years to allow this seed to germinate and fructify.* 

Yet, the twenty-one years are now passed, and 

we look back with wonder and regret to find that 

* Act of 1844. 
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thing only in the interest of the poor man has 
resulted from this kind advice and g;entle teaching. 
The directors originated the sf/sfei/i of excursion 
trains. And, altliough attended somewhat with 
danger and clogged with every obstruction that 
can be imagined to render thorn distasteful, still 
a throng of waiting customers flocks to them in 
shoals for want of a simpler and better means of 
transport, and it ought to be profitable. The reasons 
why it is not so are partly told in the Report of the 
commissioners, as follows : — 

" Expuraion trains are always well filled, ami on that aoeount 
ehoitld be remunerative ; but tlio evidunce ahows that their 
profitable character is to Bome extent questionable. There ia a 
great deal of empty running to collect the carriages and take 
them to the places whence the trains are to start, to take them 
back, and sometimes bring them again to take back the e.vcur- 
sion passengers. Moreover, it ia alleged that they seriously 
interftre with, the ordinary profits of tlie line. — Report, fe. 76. 

But, befiides all this kind and gentle treatment by 
Parliament, and the practical example it had 
forced upon railway diiectors by enacting the par- 
Hamentary trains, what has been going on around 
them to prove to them the want of ^Wsdom in the 
course they are pursuing ? While no country in the 
world contains the proportion of material for making 
profit out of railways that England does, eveiy 
neighbouring country, by adopting the course 
pointed out to and rejected by the English railway 
director, is profiting immensely by pursuing it. 
And while the interest produced in this country 
upon the capital expended averages less than -1 per 
cent. ,*the Belgian, Prussian, Central German, Italian, 
_ and other Continental kingdoms are netting 6, 7 and 
niore per cent, directly ; and indirectly arc largely 
"ng by the additional facilities given to their 

* Capital paid up £.502,292,887 

Net Eeceipts 19,631, 047 

Per cent, to paid-up CapitaW3'91. 
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commerce and manufactures to the prejudice and cost 
of ours. And in what way are they doing this ? 
For the most part their merchandise is carried at 
much cheaper rates than ours ; and, as regards 
the transport of passengers, the course adopted 
by them is its exact antithesis : — ^whilst we de- 
vote all our thoughts to the luxurious accommoda- 
tion of the rich, they give every consideration to 
promote the convenience and prosperity of the poor;* 
and the result is, as it deserves to be, our partial 
failure and their great success. 

Take Belgium, for example. Prior to the 1st of 
May, 186G, the fares were — 

" Ist Class . . 1*24, or l^d. a mile. 

" 2nd Claj3S . . 0*93, or less than Id. a mile. 

'' 3rd Class . . 0*62, or f of Id. a mile." 

— Ireland, Second Rep&rt, p. 13. 

These fares will be looked upon as very low in 
England, especially if ahnost every train be made 
to carry third-class passengers as is aone in Belgium. 
But the result of reductions previously made in the 
carriage of goods had proved so advantageous, that 
on the 1st May, 1866, the Belgian government made 
graduated reauctions in passenger fares also y-r— vary- 
ing from 6 per cent, on 25 miles, to 62 per cent, on 
155 miles, — the longest length of railway which the 
country admits of, — thus reducing the fares for the 
longest distance to — 

'* Ist Class . . 0*46, or less titan a halfpenny a mile. 
** 2nd Class . . 0*32, or less than | of a penny a mile. 
** 3rd Class . . 0*23, or less than a farthing a mile." 

— Ireland, Second Report, p, 1 3. 

^^ The entire reduction on the fares for 155 miles 
^^is — first class from 16s. to 6s.; second class from 
^^ 12s. to 4s. 2d. ; and third class from 8s. to 3s." 

* "You see the German women coming in with their large 
** baskets of vegetables or fruit a distance of 10 or 15 miles into 
*' a market town, at a cost of three-eighths of a penny per mile, 
''and they make their marketing before twelve o'clock in the 
" day, and go away in crowds. '* — Minuter of Evidence^ 1,225. 



But this iH not B 
"The miniater at the same time introduced two " 
other changes in the fares and traffic arrangements 
— lat, by allowing third-class passengers to travel 
iy express iraiiu; 2nd, by fixing the express feres 
'•/or each class at 20 per cent, instead of 25 per cent. 
■ above the ordinaiy fares, and so giving a greater 
proportionate reduction on express than on ordi- 
nary fares. 

And the result of t)ie reduction of passengei' fares 
iopted 1st May, 1866, has been most cheering 
nd satisfactbjy. 
" In 1867, the first year after the change, 350,036 
' third-class passengers availed themselves of the pri- 

* vilege of ti*aveUing by express trains. There was, 
'nevertheless, a concurrent increase of 81,058, or 
'27 per cent, in first-class passengers, and of 
' 104,766, or 78 per cent, in second-class pas- 
sengers above the number travelling by express 
trains in 1865" (Ireland, Second Report, p. li). 

" The tables compiled from the monthly retm-ns of 
^ passengers and receipts show the results of two 

* complete years after the change as follows : — In the 
'year ending 30th April, 1867, the mimber of pas- 
' sengers increased by 820,086 ; in the second year, 

by 710,223 ; making an increase of 1,530,309 in 
the year 1867-8, being an increase of 13'78 per 
cent., or an average of nearly 7 per cent, per 
annum. (Idem.)* 
And THE ENGLISH RAILWAY COMffllS- 

BIONERS SAY in their Report (Ireland, Second 

Report, p. 15} — 

The existence of a low scale of fares and charges 

'" in connexion with State railways is not peculiar 

* TJnitBd Kingdom, 1867, compared with 1866 : — 

Third Class Passengers increased .... 15,536,948 

rirat „ „ „ 460,289 

Second „ ,, deoreabed 2,602,792 

Che total increase of passengers was only 4-88 par cent,, although 

198 additionftl miles of railway were open. 
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" to Belgium ; the average receipts from paascngers 
" on State railways in Prussia was, in 1864, 0'70d. 
" (less than tliroe farthings), and in 18C6, 0-57d. (a 
" little more than a halfpenny) per mile. On toe 
"lines of Prussian companies tlie average receipta. 
"from passengers was, in 1864, 0-77d. (a fraction, 
"over three farthings), and in 1800, 0.66d. (two- 
" thirds of a penny) pel" mile: and fourth-class pas- 
" sengcr fares of 0'37d. (one-third of a penny) per 
"mile," 

After the evidence now given, and the experience 
jiii'orded us by our neighboui'S, before finally put- 
ting the question, 

WILL IT PAY TO CARRY A MAN FOR 
NOTHING, REQUIRING HIM ONLY TO PAT 
THE TOLLS? 

(jbserve, once more, the gentle pressure which 
Parliament, through the Royal commissioners on 
railways, puts upon the English railway director in 
the following pai-agraphs of their report (page 61) : — 

"THE WORKING CLASSES DO NOT OB- 
"TAIN THAT BENEFIT FROM RAILWAY 
"COMMUNICATION BY THE ORDINARY 
"TRAINS OF THE COMPANIES WHICH A 
"RAILWAY IS SO WELL CALCULATED TO 
" AFFORD. 

" In the last session of Parliament " (the Report 
" Is dated 7th May, 1867), " the late President of 
" the Board of Trade introduced a Bill which, 
" provided, amongst other things, for compel- 
" ling all metropolitan railway companies to run 
" trains before seven o'clock in the morning and 
"after six o'clock in the evening to and from 
" stations to be prescribed by the Board of Trade, 
"AT PRICES NOT EXCEEDING ONE PENNY 
" FOR EACH JOURNEY. 

"In eon.scf|uencc of the pressure of public busi- 
' ncsa the Bill was not passed," but- 
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"We recommend that railway companies 
" should be required to afford greater facilities 
"for carrying the ordinary third-class traffic, 
" by running at least two trains, with third- 
*' class carriages attached, each way daily; and 
"that in such mixed trains whenever return 
"tickets are issued for first and second-class 

I "passengers, they should in like manner be 
" issued for third-class passengers. 

" We consider that workmen's trains, on the 
"principle of those proposed in the Railway 
" Clauses Bill of the Session of 1866, should bo 
*' run in and out of every large manufacturing 

I " town."— Report, fo. 61. 

"With facilitiL-H for travelling at a nominal cast 
I few persons vrill doubt the locomotive propensities 
I of the Englisliman, the Irishman, or the Scot ; it is 
i not necessary, tiierefore, to take much pains to 
I prove the fact. But it may be ■woilh while to ob- 
1 serve that by the plan now proposed every passenger 
( of the ' ' people's class " who travels more tlian sixteen 
I miles will cottnt as TWO : each one from London to 
I Holyhead as EIGHTEEN, and to Edinburgh as 
[ TWENTY-THREE passengers. And every pas- 
fsenger, of whatever class, travelling with more than 
. weight of luggage will, in a pecuniary sense, 
|carry a "people's class" passenger in his carpet- 

WILL IT PAT ? 

TThe answer depends only on the question, 

WILL THE PEOPLE TRAVEL ON THE 
TERMS PROPOSED ? 



♦ OhargB for luggage over 56 Iba. weiglit Id. per civt, (or 
■pordott of cwt.) for eacli turnpike or Btop-station it will paaa 
- rough. 
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The following selections from the Eepokt of the CoMMiPSiosias 
are strongly recommended for carefiil perusal. The full Keport 
may be obtained for Is. 4d. (postage, 4d.), either of Mes§is. 
Spottiswoode or of Davies and Co., Finch Lane, Cornhill. 

The figwrcs refer to the folio of the Report from which tho 
extract ia taken. 

An Act of PitrliameDt ranatitutes an cngikgemeat villi tbe proinotera on ane 

' side and the pulilio on the other ; that thia priaoiple rightly understood conraya 

to the promotfrs no right Chat their privileges shall lio exclij«i\'e1f maintuined 

when thay coaac to be coniiiatent with genersl sdvantnge; but .... should 

Dot be taken away upon imy other than clear grounds of public policy. 

Attempts to guide eommitteea have invariably fniled. 

Every compuny should be compelled to afford the public the full ailvastago 
oC free interduinge of traffic from one systeni of railvray to anolhec. 

Whilst in France there ia less thui IJ miles of railway, in England and 
Seotlaud there ore 2^ miles of railway, to 5,000 inhabitants. 

Parliament haa reserved to itself tho right of purchasing the linea after the 
expiration of a deSuite period, if it should consider that the public intereets 
require such purchaae. Parliament haa also reserved a power in certain con- 
tinEenuiea of reducing Iha mailmum tolls and rntea laviable by railway oom- 
poniOB, and bns also reserved the riyht of paEaJog any general railway Act it may 
deem necesb Li I y for regulating the railwaj' system. 

It was diouiiy contemplated by Parhament that it might be desirable »t a 
future limo to rocojisidir the relaliOQa of railways to the State, inasmuch as itia. 
stated in ths Act of 184i that it is not intended to prejudge by its proviaioM 
the policy of revision and purchase, but to leave the queation open fbr the future 
consideration of the Legislatnre upon grounds of national policy. 

Aa the period of 21 yean fixed by that Act for the purt'base of railways 
authorized in 1344 has now elapsed, the proper opportunity for a full exanuoa* 
tion of the queation has manifestly arrived. 

The question, however, of Government purchase deserves full inquiry in a 
broad point of view, and iho expiration of the period fiscd in the Act of 1844 
affords a good opportunity for inquiring, with the help of the eiperieoee whioh. 
has now been acquired, whether a change of system is deairable. 

There being also above 2,300 miloa (including some of the moat important 
lines in the country) not aubioct to the Act of 1844, tho purchase of these 
lines, which would be absolutely neMaaary to carry out the scheme, eordd o- ly 
lake place with theconaent of the praprietora, and this oould c.^v bs Db'.omed 
by the oFfer of liberal terma. 

In addition to the diminution' of aaauined profit arising from (his cause, it 
must not be forgotten that as tlie Grovemment would have to enter the maikot 
to borrow £400,000,(100 or £500,000,000 to carry out tho oporatiun, the terms 
upon which thia could ho raised would in all probability be materially affected. 

The dapreaaing ettbct upon public securities would bo equally felt, whether 
tho Government conducted the whole oporatiou at once, or whether it oame 
into the market year after year to repeat an operation of about £26,000,000 a 
year ; and it ia not easy to Ibreaee what the price of consols Would be under 
the propoaed addition of £500,000,000 to tho national debt. 

It ia therefore probable that tho Govomment woidd have fo exchange the 
iocome of the railway companies for an equivalent income in consols. 

It haa not been distinctly pointed out tons in what respects it iatobe expected 
that the system of management by lesaeea wonld be superior to that of the 
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"■♦''■"g bosrii, bat it is obvioua tlist then are Lut two pouCUe ■oiuoob of im- 

ItraroDient, vix. (1), tlie rt<ductioD of worldng eipensai, and (2) the obtiining 
A greater nmount of work from the engines and curiigea, und lo inereaaiDg tlie 
■ rempti ia prcportion lo the exponsea. 

The general result of our inquiries ie, that in the great heads of eipenditure 
an increBto ratbor tlian a deereme ia lo be BiitioipatBd, and that the economy 
nriiing from carrying full train loads could be obtained only at the sacrlfico of 
convenienco and accomniDdation. 

And, as there is no intention of cheapening the means of conreysuce by 
railway at the eipcnee of the national ej:cheauer, all general laws should be 
Euch as would not entail any lose in the administration of the railways. 

I'arliament has reserved to itself the right to pass any general law to regu- 
late the railways owned by the several companies, therefore it would be just 
da easy to legislate on this basia for the eiisting eystem ; and hence any 
alteration in the law, if desirable, could be obtained by the machinery of the 
present compsniei, witboat transferring ihe adniinialration of the railways to 
new companies. 

In the event of the Government at any future time purchasing the rail- 
ways, it has been judieiouely prnvided in the Act of 1S44 that the price aball 
be estimated upon the net divisible income of the line, without regard to 
capital expended upon its Donstmction, 

On ths part of the public it is complained that the charges are bo high that 
the resources of the country are in consequence not developed. An opinion 
has also been very generally expressed, with mora or leas confidence, that the 
incrooBU of traffic whieh would fallow a large reduction of charges would be si 
great aa ultimately lo entail no loss. There is no doubt that iu certain circum 
stances a well-considered reduction ia advantageous, and we understand that ii 
some cases where the policy of lower fares than usual has been adopted by 
railiTBy eoropauiea the results have been satisfactory, but we havo no facta 
before us to justify an opinion that a general reduction on a large scale would 
not be attended with loss. 

The reduction of fares has mainly arisen from the issue of return ticVeta for 
extended periods of tune proportionate to the distances, vhich are a great boon 
to the trading community. As regards the third class, the number of tbird-clasa 
trains has not materially increased, except in the vicinity of large towns, and ni 
return ticlceta are as a rule issued to this class ; but on the other hand an en 
tirely new description of traffic baa spmng up, viz., the excursion trains, which 
afford a very great amount of aceommodaliou to the poorer dnasea. 

The published statislica of paaaenger traffic appear to show that the second 
and third clasies are the sources of passenger traffic which admit of the greatest 
development. On tie London and North-Western Railway a comparison of 
14 years showed that with an increase of mileage of 16S per cent, the number 
of miles run by the pttssonger trains had increased 152 per cent. ; and that 
whilst the total increoae of passenger receipts bad only been 78 per cent., 
receipts for flrst'Clnas had increased 40 per cent., for second-class 74 per 
cent., bnt the third-elass had increased 162 Iper cent., that is to say, it al — 
had kept pace with the increased mileage. 
,_ In lJelgi-,;m Germany, and Ilflly, it will be seen h/ Appendix DN, the si 
general result is found as in France, viz., a less number of trains for first and 
aeooad-clasB pnssengera than in England, but a greater number of third-class 
trains. In Pruaaii there is a fourth class, at very cheap fares. 

In Belgium no luggage is allowed free beyond such hand articles as can 
placed under the seats without inconrenience to the passengers. All elsi 
charged at the rate of about 9d. per ton per mile. 

In Germany the usual rule appears to be, for all classes, about 50 lbs free, and 
about 8d. to Is. per ton per mile extra. 
I, To complete, however, any comparison it would be necessary to compare tha ' 
Domfbrt afforded on English lines m the number of passengers in proportian to 
the number of carriages, as well aa in the arrangements to prevent the pasaen- ' 
gars ftom being subject to change of carriages at juectiona, with the ri^d , 
system prcrailing on French and other continental linos, by which the pasr— 
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tBttdo cntirelj aubordinate to 
railway companieg. 

la comparing the paaaeDger traffic ia England and in France, it wouM app«aF 
generally that first-class paaaengcra In Knglaod availing theEDselvea of through 
(aat trama for long distances are carried at higher speeda (at somewhat higher 
fikrcE, regard b«ing bad to the charge for luggage made iu France, and to tho 
limited issne of retuni tickets), hut ia France persoas travelling by 



ordinarr trains or third-claas tr 
and wiui more frequent tiainB. 

Tho French, aa a rule, give 
the third class between the Btai 

In Belgium a considerable it 
itt from time to time been ma 
OB the capital cost of Govei 
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n England, 



I &Gqueat means 
upon their lailwa; 

w of traffic haa followed the reduction which 
made in the rates ; notwithslanding which the profit 
mment linea jielda G per cent, interest. 
accommodatiOD to pasaengera is the punctuality of 
the traina ; unpunctualit^ is a groat element both of inconveniencu and of danger. 
The Commission appomted by the French Government dwelt in its report at 
some length upon the advantages which result from incroosing the comfort and 
reducing the cost of tiaveUing. They inveighed against the feeling which pre- 
vailed in France, and which has prevailed quite aa much with ub, of making the 
lower classes uncomfortable in order to drive into a higher class those passen- 
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second and third-class passengcrB have been subjected 
has diminished the inducement to travel in persona who would naturally have 
travelled in those classos, wHlat it is the inlorest of railway companies to en- 
courage travelling, and to draw their traffic from the lower olassea of tho 
population, who are tie moat numPtous. 

The Gummission further urged the want of expansion in the passenger traffic 
on French railwaya as an iDnstration of the absence of encouragement to this 
traffic, and ahowed that whilst in ten years the receipts irom passengers had 
only increased from 16,SH francs to 17,980 francs per kilometre, the receipts 
from goods had increased from 12,411 franca per kilometre ti" ■>" ion c 



t price for goods and minerals per ton per mile had been decreased from l-2d. to 
L O'Sd. , and they argued that the probable cause of the want of e.ipanaian of the 
K jmsienger traffic was that the fares have been kept up too high. 
I It is, however, obvious that whilat the ficBt-claes long-distance passenger 
I traffic ia probably better provided for in tlii" country than Bnywhere else in Uie 
I vorld, the working classes do not obtain that benefit Irom rauway communica- 
l-tion by the ordinary trains of tho companies wMth a railway is so well cal- 
I colated to afford. 

Tho price to be paid for jnUilory and police ia Eied by the Act for the 

Begulation of Kailways at 2d. per mile for officers and Id. for privates ; the 

aumorilies of the War Office have complained that where railway companies 

I are actually charging lower fares for first and third-ulasa passengers they exact 

I llie statntory amount from the military. We are of opinion that in no case 

I ihould B railway company be entitled to charge mor« for tho military and 

police Uian it chaises for ordinary first and third-class passengers. 

On the continental railways, as we have observed, the Government has con- 
' ceded the lines to the companiea on the condition that the mails are to be 
carried free. 

Until the opening of the Great Northern railway the conveyance of cool to 
' London by railway had no material importance. At the present time it amoimta 
- ■ loarly B.OOO.OOO tone a year. 

n 1842 the receipts fkim passengere formed 71 per cent., and Che receipta 
n goods 26 per cent., of the total receipts on railways ; in 1S62 the receipt, 
mpusengers formed 4S per cent, and the receipts from goods 54 per cent., 
"" ' ' d reoeiptf. 



It ii tliDB oleu that a greater development haa taken place in goodi titSHa 

than in paasenger traffic. The dEvelopment of traffic baa no doubt been gieatly 
fikoilitaliHl during Hie last twenty years by ths miioa of Email oompaaioB into 
larger fyatemB by ajnelgiunalioB, by wbicb unity of management on trunk lines 
luu been obtained, Thm formerly the liosB from London to Liverpool belonged 
to tbroo different oompaniea. The carriages and wageona of one company were 
not allon-ed to pauontotbe lines of the other companies, iiQd,asiirehBTe^ruadj 
tnentioned, tbe Board of Trade Seportfor 1S13 shows the great delays, eipenie, 
and inconTenience eiporienced by the public and the railway compaoiea from 
^t arrangement. 

It is ahown tbut the profit obtained from a waggon fully loaded is yery 
considerable. 

The mere locomotive and traffic charges amount at the prenent time to 64-95 
per cent, of the whole, and the maintenance of way to IS'3i per cent, additional, 
making a total of 8336 per cent., and theae beads of expenditure must alwaya 
f'briD the main items of charge under any system of working. 

At the present time on the Great Weatem Kail way the cost is as follows : — 

Fuel 1-71 

"Wagea of Enginemen and Firemen l-i9 

Wages of Cleanera and Cokemen, &C -43 

Oil, tallow, and sundry atorea "28 

Wages and materials for repair and renewal of enginea and teudera 3'21 

Water, including pumping engines '18 

Salaries of Superintendents '16 

Gas, rates, buildings, and fire charges '13 

Total 7-62 

or more accututolj, as dodueed from the coat and mileage 7 '65 

This aTcrage may be resolved into 6'7fid. per (lain mile for paasengen, mi 

S'Sd. per train mile for goods. 

The repairs to engines and carriages, including the rent of naggons which ths 

company hire, omounta to S-aTd. per train mile ; hence thu ni-eragc cost of a 

train for all these charges is Il-22d. per mile run. 

The other itema of expenditure which form part of the aipense of the trotu 

on the Great Western Builway are ehown in detail in the fallowing list extracted 

from Sir Daniel Gooch'a evidence : — 

Per Train Mile, 
d. 

Haintenance of way 6'3d 

Looomotive 7'Qo 

Carriage and waggon repairs 337 

Bent fir waggons -m 

Traffic charges 6'SI 

Oeneral charges 2'7* 

Compensation 'Ifi 

Fumitnre, Ice. '13 

Working joint lines and stalions 'SB 

Fire insurance '07 

General office eipensea '62 

Government duty 1-12 

Miacellaneoos eipensea '04 

Bales and ta-tes I'lO 

Bad debts -08 

Stonipa for debentures -02 



The whole coat of working & tnda on tie Great ■Western Bailwsy for 1865 
(ninti to 2a. 7'81d. per train mile ; on the Great Northern Bailwey to 
6'68Sd. ; on the Soalb Eastera Railway the expense ie 2s. 10-72<1. ; and on 
the Northern of Fmnce 28. 7'31d. 

The eiaminntioD irhioh ve have given to this qiieition. lusds us to the con- 
cJusiaa th&t it is not probable that any diminution of the ooat of the prinoipal 
Items of charge can be anticipated, but that the only raTing vhich could i^os- 
BiUy srise would be in deteila of expenditure. 

Tlmt the existing mode of asoertaining the nssPSBalile Tslue leads praoticaJly 

I the aseesenieut of prulitB of trade, and stock in Ircile, and is vexatious, ditH- 
Cult, and uncertain in operation, and creates inequalities which do not usually 
mttach to the asBessnient of any other kind of property. 

The general prinoiplB upon which railweys should berated is a clear one, 
TU., to take the net annual value of the land as improred in the hands of the 
isilway company by the construction of the line, stations, and other works, 
-without roforencB to their proHts ae carriers ; that is, to tnke the rent which 
-irould be psid hy n tennnt to whom the line might be leased. 

The Poor Law Board should make an aaaesBment for rating the whole 
lailway, and then divide the amount according to an equitable principle between 
the several unions or parishes. 

Hepm-l of the Right Hon. W. MonuU, M.P. 
[ seem to agree that the fiindamentel evil of the Irish ayalem is want of 
unity of management. AH complain of a disinclination to amalgamate on the 
|iut of the directors and of the rivalries and jealousies that exist between tJie 
various eompaniei. Mr. Meldon, a large landowner in Gelway and solicitor to 
two companies, thus described the mnnagement of the Irish railways. " There 
*'are," he said, "56 lines of railways auliorized by Act of Parliament, most of 
"them working. Their averoRe length is about 48 miles long. Although the 
" Great Southern and Western is 3B7 miles long and the Midland Great Westam 
" U2 miles long, jet very many of tieni do not extend 10 miles. Most of these 
*' 66 lines have a separate board of directors, separate engineers^ aolieiters, and 
" secratariea, thus there are 430 directors, 66 goiicitors, 66 secretaries, sod up - 
*' wards of 70 engineers, who ahsorb a Urge portion of the receipts of the lines. 
" It strikes me most forcibly that a board sitting in Dublin, uoDsisting of three 
*' intelligent business-like men, would be able to do the entire business which 
" the 430 direetore do, and do it very much hettec. A vast saving of expense 
"would be the result, and hnrmoniG action would ensure a thorough connexion, 
*' when establiihed, which ie much required, and the traffic would bo fairly 
"developed," Captain Huish, who was for eighteen years manager of the 
Lwidon and North Western Railway, attributes lothis divided management four 
tatXa which be says must afrilte every one that travels on Irish railways — that 
the rates are very high, the speed very low, the trains very few, and the re- 
mnneration of the proprietors very email. 

Mr. Forbes, who was for ten years trofflc manager of the Midland Greet 
Western, thought that about £120,000 per annum might be saved hy eonsoli- 

Mr. Tinsiy, Major of Limerick, stated that in the journey (Vom that city to 
Bnhlin there was sometimes a delay of tno hours at the jonctjon with the 
Great Southern and Western Railway, and although the distance between the 
two cities ia only 130 miles the fastest train took five and a half hours. 

"I am decidedly of opinion," says Mr. Cawkwell, " that the railway traffic 
" of Ireland has never yet been half developed." 

Mr. Delohunty, the managing director of the Waterford and Kilkenny and 
the Kilkenny Junction Railways, said, " Although the distance from Waterford 
"to Dublin is only 112 miles, third-class paseengcrs require two days for the 
"journey." 

Mr. AUport, the manager of the Midland Ilailwny Company, thouf^ht " that 
" great inconvenience arose from the fact of the countrj' being split np into such 
" small divisions, and that amalgamation would be eiceedingly odvantageous 
" to the Irieh eyetem." 



Mr. HacfarlaiiB, a raagiitrato of the County Dublb, said the nrrangomBiita of 
UiB companies in Ihe north of Ireland were very bad. He SEiid, " He ronchod 
" Omagli (about 130 miles from Dublin) about bolf-paet three in. tbe day, and 
" unlets he should atop a night on Ihs war to Dublin he would not reach thure 
"before half-pust lire on the followrng eyening." This witness further stated, 
thijt there are actually FarrisKea taking the mails at night, but they carry no 
passengers: "that it being important for him to go to Dublin one nigbt, he 
■'got on the engine as there waa no other mode." "Thare is much Imb 
" iicoommixlation," anid Mr. Mocfarlnne, " between the north of Ireland now 
" than forinorly, whoi ihore ircre ooachea both in the daytime and ia the night ; 
"now they have only conreyancBa in the day. The earliest train from the 
" country does not reach Dublin til! iihoiit ha)f-pH9t five p.m." 

It appears from the evidence of Mr, Slnlvaney, a gentleman who was for- 
merly Commiasioner of Public Works in Ireland, and wha for many years ha» 
been exlCDaivoIy engaged in business in PrUHaia, that the fares in that country 
ore very moderate. "In Germany," ha said, " jou sea the I.ibourers traTelling 
" by railway, the women coming in with their large boaltets of vegetables and 
" fruit a distance often or fifteen miles into a mnrkot town at the cost of threa- 
*' eighths of a penny per mile ; and they make their marketing before twelve 
"o'olock in the day and go away in crowds." 

Mr. Forbes said; " In my opinion the fares and rates in Ireland are prohibitory 
of any development of the traffic, and have been 10 ever since I have known 
" the country. Practically since the opening of the railway system ia Ireland 
" nothing has been done in the way of e^qjeriment. If the rates were lowered 
" there would be a verj' large increase in the traffic of the country." Mr. Forbes 
recommended that a reduction of 60 per cent, shonld be mode in the charges, and 
stated thnt although there would be a loss of dividend for two or three years, 
it would be ultimately made up, hut his directors would not consent. 

Mr. Ryan, merchant, of Limerick, said that on account of their high ohar^ 
the railways in Limerick were not doing the work of the country ; " camera 
" were still numeitiu? on all tbe roads where railways are, and we see all the 
" traffic ot our own county going by road by a route running parallel with 
" railways ; that the cattle are driven long diatanceg, having been bought in the 
" west of limerick and Clare, and going up through Dublin on to Meath, where 
" they are fattened ; this brings them into very bad condition, and there are no 
" hnyera who wonld not be willing to give a moderate prioe for their carriage. 
" As to our posseoger trains, most of Uiem are very empty indeed, and if fares 
" were considerably reduced there would bo a very lar^ increase of third-clnas 
"passengers; the small farmers and men going to market with their butter, 
" com, and other farm produce would use tho railways instead of driving their 
"oars along the road." 

Mr. Parker, a Dublin merchant, said that owing to the unsatisfactory utna- 
tion of the companies, tho directors were unable to vWiture on any bold exprai- 
inents, and that a great reduction of fares would bring the masses to travel, s 
trifling reduction in the railway fares would do nothing, a lurge reduction would he 
a political advantage, a social advantage, and a oommercial advantage. The re- 
duction of fares for passengers would, he thought, increase to an enorm — 
extent the traffic. 

Mr. Bowloy dwelt atronB;ly on the importance in a political, social, and 
commercial point of view of a general reduction being made in tho fares charged 
for pusMngera. He believed " that if a very large rAuction took place, withir 
n few years tbe increase of tho traffic would be so great as to bring up tho in 
come to an amount greater than the present. He proposed the third clasi 
pasBfngera should he charged one-fifth of a penny per mUe, second-claas four- 
tenthi, and first-clasB seven-tenths per mile. 

Mr. Bagot, a Dublin merchant, said, " Our travellers would visit three, four, 
or Qve times more toniis in Ireland than they do if the railway charges were 
moderate." 

Mr. Pim, the present Member for Dublin, recommended that the fares should 
he reduced to |d., id., and ^d., per mile fbr the several classes. At present the 
labouring classes do not travel by railway, oa it is cheaper for them to walk. 
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Mr. Bidder, civil engineer, thought it most desirable tbat a low scale should 
he established for the carriage of coiL ; and be [bought that if the lines u'ero 
puTdtuued and leued out by Cravernmeat, that jd. abauld be paid per ton per 

Mr, Forbes thought that ooal could be oarriod^at Id, par ton per mile all ovor 
Ireland. 

Mt. Brady, secretary to tbo Special Commiasioners on Iriah Fiaharias, said, 
"That the roilwaya had not given those faoUitiea of traoait that would induce 
" tbe fiihermen to folloiv their occupation with diligence. The rates of CBrriage 
(TO flab, particularly on amail pareela, tend very much to depress it. Fisher- 
nen, unless they get the way of sendiog Email parcels of fish, each man sending 
" his pircel U> his factor in Dublin, must sell it to some hawker or others, who 
"aand it away, and the consequence is, that the bawker is the man who 
" ^ts the profit, and the fisherman gets very little for bis trouble. I tbinli that 
"if the railways afibrded greater facilities you would give grsater encourage- 
"mentto the coast population to fish, for they will take any ordinary employ- 
ment rather than follow that very precarious OUe of fiabiog, unleaa thsy havo 
good markets and facilities. Each fisherman ought to have fadlitiea afforded 
oim, then he n'oitld got his money direct the next day to binife'f." 
The chzirmau of the Great Southern and Wealom Koilnay, Mr. Eaugbton, 
Boid that " be would be a very bold man who would make the siperiment of 
" reduoing fares, and that such a proposition had not even been tnkta into 
aerious consideration by his board at any time, that the only change of fares 
since the opening of his railway was an advance of 10 per cent, about nine 
years ago on first and second-class fiirHS." He tbinlLB that Ireland ia in a poor 
condition, and does not expect any groat increase in passenger traffic. Be 
""'■''d " that many Iriah hues ore irretrievably ruined, that he does not 
I how they are even to be kept in repair, and that there is only one line 
the South of Ireland running into bis own which has not at the present 
iment tbe whole of Its original cajiital gone." He believed that the practice 
of issuing return tickets leads to great frauds, and he therefore objected to it. 

A strong opinion in favour of the purchase of tbe Irish railways by tho 
Oovemmeiit and their amalgamation has been eipieased b^ Mr. Malcomson, the 
chairman of the Limerick and Wuterford Eailways, he said, " tba Irish railways 
"represent an eipenditure of £26,306,100, which, as valued by Mr. Dnrgau, are 
'now worUi £33,000,000." 

Mr. Earns, wbo at the time be gave bis evidenee was chairman of the Mld- 
and Great Western Eailway Company, was of opinion that the traffic of 
'rahtnd was a limited quantity, and do as yon might in tbe way of reduction 
'oa would not be able to arrive at anything like a compensating receipt in 
noney. It should, however, be here observed that Mr. Ennia subaequButly 
explained that he meant " with reFerence to any large money increase, although 
" ^e traffic might increase, and therefore in ibat senae it may bo aaid to be a 
limited quantity," and in illustratirm of this position Mr. Ennis said, "We 
carried last year 70,000 harvest labourers back and forward to England at Jd, 
P«r mile, and we thought we bad gone aa far in the way of reduction as it was 
possible to go." 

Mr. Ennia gave proof of the necessity of lower fares by the statement which 
made from bis own personal knowledge of the great numher that preferred 
Jliing to pay Jd. per mile. He said, "I have often seen men walking past 
my gates in olastara of 20 or 30, and hire one of tho cars of the coimtry for 
" si^t or ten Irish miles. Ten men being carried on the car they used to ride 
"fat, th^ would pay 3». or *s. for it." 

The Earl of Lucao, chairman of the Great Northern and Western Railway, 
lad great faith in tbe ultimate result of a large reduction in fares. He was 
[nnfir of opinion that on their own railway, if they could afford to have a 
■mailer dividend for the next four or five years by lowering the fares considerably, 
not less than 50 per cent., we should pay a larger dividend than at present. 

L(wd Olancarty is a director of the Midland Great Western, and was so con- 
Tineed that cheap fares would not diminish railway profits that be offered 
"" guarantee the company he is connected with against loss if they would try 



le eipeniBeBttm ■ portioii of their line, it propositian which t 
Rccedo to. 
102. Mr. Cawkwflll, the mmBger of the London and North TVeBlflrn liuo, w 

dwid«dly of opinion that the rdlwa; trafBc of Iroland bna nerer yet hceo half 
developed. Ha thought there could ho no doubt that great good would roiult 
front amalgamation, if it coold be eajricd out. The Irish boards do oat appear 
to act lo^ether at oil, you cannot get theni to do so, I believe they are goTemed 
by local jealous if a. 

Mr. Bidder did not think that mocli even of temporary loss would be incurred 
hy a large redurfion of the tares and charges. " The economy which would h» 
"introduced by sweeping away so many boards of directors, tte greater economy 
" that wonld take place in the working from being in one set of hands, tho 
" greater ubo that would be made of the rolling etock and the stimulm that 
" would bo giten. to traffic by the lowering of the rates would be attended with 
" great advantages. I think that a company taking (he Irish railways in hand 
" upon the (enna I have suggeated, and beginning at once upon those terms, 
"would eecure the stale fi'omony poBsibleloaa. ' 

Sepori of Sir Rowlmi MUl, K. C.B., F.R. S. 
In one sense the railway compaoiea have met with great soccess, the actual 
amount of traffic far eiceediog the moat aangniua eipectatiooa of the originil 
projeotors. Such unexampled success ahoold, in the natural order ofthings, be 
attended with large profit to those whose enterprise, perseverance, judgment, 
and oapital have produced it. 

No one cm feSl tobe struck with the great amount of public disBatiafaol 
the subject of rulway Qjanagement. of whioh, indeed, not a little boa coma befbro 
ua in evidence. And it must be admitted, that there are points and occaaions on 
which complaint is well founded, and that the grounds of such complaint it 14 
important to remove. 

It must he borne in mind, that on all or nearly all lines of railway Farlioment 
has a contcoUing power ; as it haa specially reaarvsd authority to revise, as often 
aa it ahall think Gt, the maximum ralea of any lino; ao that any attempt to 
maintain unduly high rates can readily bo checked. 
I_ What 1 recoDimond is, that either a department of Government should btf 
created, or the superintendence of railways committed to one of the eiislmg 
departments, and that the controlling power thus eatabUnhcd should act as lessor, 
not only in granting leases, hut nlsii in fixing suitable term a and enforcing do* 
obaervanee of contract. 
[_ That the plan dcacrihed in this summary might be tried experimentally by 
the purchase, in the Scst instance, of s'jme one railway, or, say, of alt the 
Irish railways. 
I. I am of opinion that the ayelem of management by leasees would ho fbnnd ttt 
have important points of advantage alike over the existing system of manage- 
ment by directors, and over anv plan of direct management by the Govemmeng 
itself. 

Amongst the reaaona for the transfer of railway property to the Government 
not the Icaat important ja the effect which such transfer wmild have in givini 
to this kind of property that atability in which it is now ao notoriously dofieient, 
t. The reajouH for transferring the general control of onr railways to other hr""^ 
appear to have heen greatly strengthened by recent events. Some lines aip 
to be sinking into bankruptcy, others have confessedly fallen into that si 
and the way to deal with auch lines has already become a perplexing queil 
It is extremely improbable that a company in a state of bankruptcy can 1 
its line in a maonHr conaisteut even with publio safety, 
i. Ill relief from tttxalinn. — Should railway property be transferred to Ooreni' 
ment, the change wDl naturally open the question of continuing the tax 01 
railway travelling ; and it is Bcareely needful to say, that as soon as the revenui 
can spare the amoimt involved, it is deairahlo that diia and every other mode B 
conveyance ahoidd be relieved of nn impost ao obviously objectionable; arelie 
the mote equitable, seeing that in Iniaiid Ihi imptil does not txitl. 
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■ KRurda local taiatjon, the iajustice of the preaoat gjstemliaa been spoken 

RlHUire (par. 3) ; and ae there seems to be no reasun yiby milrc^s, ftfter 

latumal propertj, ehould be mted while oUier roads mmam free, and 

ime time it canuet be to the interest of the nation Dt large to tax its 

B property for heal parpotes, thereby taldng money out of one pocket to put 

B another, — raising the fares to lower the rates, — it appeal's reasonable that, 

k pazt of the whole plan, such local taxation should bo nboliBhed. 

y teductiou in current expenses, however, reduction in &res is promoted 

a directly and offloaciously : fiir while, equally with economy in outlay, it 

* ~ i ability to reduce, it iQao — as may be shown — renders reduction, to a 

3ot, an not of sound policy even as regards eimple profit. 

ir objections may eiist to the GoTomment purchaee of the English 

I Bootch rail ways, the case of Ireland is evidently peouliar, the impossibility 

mtinoing the present system being, indeed, distinctly maistained by nearly 

'""le witnesses on the subject, howBTCr they might dilTer as to the mode of 

. The management of most of the lines (with a few creditable exceptions), 

' ' B univeteally regarded as at once coitly and ineflicient, the farea and 

jes as UDneeeasEuily high, whilst for want of that co-operation now 

ling, through amalgamation and other mean?, so coiumoD in England and 

uid, the conveyance of passengers and goods is subjected to iDni:li incon- 



lUony of Uie companies are represented to be in serious pecuniary difficulties, 
1 it is urged that without aid from Government several of the lines must fall 
10 disuse. 

Oho evidence shows the eiiatence in Ireland of a strong desire for the pnr- 
B of the railways by GovernmBnt, and that suth desire, if not univeiaal, is 
%eiy general. 

It should be added, that as the whole railway system of Ireland does not 
greatly o.ttced the leugth of line held by some single compauius iu England, 
ivhile tto capital invested and the amount of traffic are even less, Iho purchase 
of the lines would involve comparatively little rialt or responsibility. 

It is tlierofore recommended that the Irish lines should be purchased by 
' Government, as early as practicable, in the manner proposed in par. 10 in re- 
spect of railways generally. 
I A referencn to Mr. Mousell's separate Report will show that while there ore 
important points of diiference between us, especially as to the conditions of 
puiobaao, wo neverthole^H agree iu reconunending that the Irish railways should 
be dealt with first, and that their purchase by Government should be made with 
oil convenient speed. 



k L. Coliingridsej City Froas, 



to Street, L^ndua, Q.G. 
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